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ABSTRACT 
 
This thesis examines a little known railway line in Melbourne, the Outer Circle Railway (OCR) 
running from Oakleigh in the south-east to Fairfield in the north.  There is great significance to its 
east-north trajectory, because I will argue, it was conceptualised as a major part of the Melbourne 
system, for the future; a future that ostensibly lasted only two years, before the economic 
depression of the 1890s caused it to close in stages. It further brought in many more strands to the 
Melbourne transport nexus, as it circumnavigated the inner suburbs. 
  I ask the key question ‘was the Outer Circle Railway a lost opportunity’?  Though 
considered one of the great public transport cities of the world, Melbourne with its extensive rail 
and tramway networks succumbed to the winds of change, embodied by the Fordist principles of 
private car ownership, freeway building and traffic systems. The public transport budget was cut in 
the second half of the twentieth century – leaving Greater Melbourne in constant gridlock, in the 
twenty-first century. 
I use documentary analysis to examine primary and secondary documents, to comprehend 
whether the almost immediate denigration of the OCR, by newspapers and most historians, was 
warranted.  Certainly I find many contemporaneous champions of the OCR, which was built to the 
highest British standard, as was the entire Victorian Railways system.  
My key finding is that the OCR rail line could be utilised in the modern era. The OCR route is 
pointed squarely towards Tullamarine airport, and could be used as a basis for the long-sought rail 
link to the airport. The decision of the Andrews Labor Government in 2014 to abandon the 
contentious East-West road tunnel in favour of rail projects reflects the need for a growing city to 
privilege public transport, as it did in the nineteenth century.  
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Map showing the trajectory through Camberwell of the partially operating Outer Circle Line in 1922 1  
                                                          
1
 from Collins' Street Directory and Public Guide, Melbourne and Suburbs, 1922-3, Melbourne, Victoria, Publisher Collins, Melbourne, 1922 
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Map showing the trajectory of the Outer Circle Railway, Oakleigh to Fairfield Park and then onto North Melbourne via 
the ICL (Inner Circle Line) from Victorian Railways to ’62, Leo Harrigan, p. 101 
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Prologue 
When I began work on the Victorian Railways as a casual barrowman I was lucky that I 
caught the end of an era.  As a barrowman I saw firsthand the workings of the Victorian Railways, 
and the sights and impressions still remain. Catching one of the first trains from Albert Park Station 
on the St Kilda line, in the early morning dawn, I remember distinctly walking the distance from 
Platform 11 on Flinders Street Station to the front of the three goods sheds where I had to report for 
work. Number 2 shed is the only one remaining, in what we now term Flinders Street extension, on 
the corner of Wurundjeri Way. Lee well describes what the work involved:  
‘One man was allowed to handle loads of up to four hundred weight, but not all loads were 
heavy.  Small loads of groceries were still sent to tiny destinations. A Ballarat wholesale 
grocer regularly sent a few cartons of sauce and tinned food to a grocer in Rainbow on the 
Yaapeet line. Consequently, this would be the only goods in the truck, which would later be 
detached from the Yaapeet goods train at Rainbow where it would sit until collected.’ 2   
I never progressed to become a checker on the administrative side of rail freight or a yard shunter, 
grappling with the bogie cars to connect them to locomotives. I became a night watchman on the 
gates of the new goods yard ‘built in stages between 1965 and 1970 at a cost of $14 million ... the 
first hump yard 3 in Australia, a concept based on American practice.’ 4 And my time at the multi-
tracked Dynon goods yard was uneventful, as not much work was done at night in the Victorian 
Railways at Dynon goods yard in the late 1960s, early 1970s and I would spend the night reading, or 
be opening the gates for occasional traffic. The Melbourne Yard between Spencer Street and Victoria 
Dock was eventually fully closed on 3 August 1998. 5 The complete freight service known as V/Line 
Freight was offered for sale, together with a 45-year lease over most of Victoria’s country railways in 
1998. The Kennett Liberal government privatised and sold the business to a consortium called 
Freight Victoria, dominated by RailAmerica Incorporated of Boca Raton, Florida and including 
Macquarie Bank, Goninan and Fluor Daniel won the assets with an offer of $163 million.  These 
assets included V/Line Freight’s locomotives and rolling stock, 4528 kilometres of the country 
network, North Dynon Terminal and depots at Dynon, Geelong and Portland. 6   
 This job initially awakened my ongoing interest in the systems behind the Victorian Railways 
and how the break-up of the freight arm affected employment in Melbourne, as well as traffic flows. 
                                                          
2 In Robert Lee, The Railways of Victoria, 1854-2004, (2007), Melbourne University Publishing Limited, Melbourne, Victoria, p. 227, gleaned 
from ‘The Apprentice checker, handling LCLs in the 1970s’ by Haughton, pp. 331-4.   
3 Meaning: A classification yard (American and Canadian English) or marshalling yard (British, Indian English and Canadian English) is a 
railroad yard found at some freight train stations, used to separate railroad cars on to one of several tracks. The ‘hump’ refers to the hill or 
hump, which utilises gravity to begin to roll the bogie wagons. 
4 Lee, The Railways Of Victoria, (2007), p.226. 
5 Lee, The Railways Of Victoria, p. 230. 
6 Lee, The Railways Of Victoria, pp. 241-242. 
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Chapter One 
Introduction  
 ‘He who had time and perseverance sufficient for research might find excellent reasons for an outer 
circle railway’. Daily Telegraph7 
‘There were a handful of ill-conceived investments, but the vast majority of the lines were useful’. 
Robert Lee 8 
‘...the south-eastern suburbs, with their sparse populations of affluent commuters, were well suited 
to the kind of sprawling, linear development encouraged by the railway’. Graeme Davison 9 
 
The purpose of this research is an exploration and re-evaluation of what is frequently 
perceived of as an ill-conceived project; namely the construction of Melbourne’s Outer-Circle 
Railway (OCR) in 1888 and its opening in 1891. The line ran from Oakleigh to Fairfield but was 
abandoned within a short period of time in 1893.  I ask the question, does the railway line land still 
existing create an opportunity that can be utilised for public transport in the modern age? In 
addition, what were the ethical and moral stances of the main convenors of the land boom in 
Victoria in the late nineteenth century that also included the railway building boom? My main 
question, however, is:  Was the Outer Circle Railway an ill-conceived transport project, or a lost 
opportunity? 
While the outer circle line may appear on a cursory glance to have been a waste of time and 
resources, I believe there are lessons to be learned in the current debates concerning public 
transport vs. road systems, for the Melbourne metropolis. My theoretical approach is influenced by 
the longstanding debates wherein public transport is sometimes linked to Socialism while motorised 
vehicle road systems are seen as benefitting the more individualist practices of Capitalism. I also 
wish to explore whether the construction of this particular railway was in Geoffrey Blainey’s words, 
‘a political rather than an economic decision’ 10 or as I will argue in this study, due to its farsighted 
circle design, connecting the eastern lines to the northern lines and by the utilisation of the Inner 
Circle line (ICL) to the western suburban lines – a lost opportunity that would have facilitated the 
most efficient route to Tullamarine Airport in the current era, for northern, eastern and south-
eastern commuters. 
 
                                                          
7 The Daily Telegraph, Melb. Vic. Wednesday, 25 March  1891. The Daily Telegraph was a Melbourne paper: from 1869-1892.  
8 Robert Lee, The Railways of Victoria, 1854-2004, (2007), p. 101, referencing Lionel Frost ‘A reinterpretation of Victoria's Railway 
construction boom of the 1880s’, Australian Economic History Review, Vol 26, No. 1., (March  1986), p. 41. 
9 Graeme Davison, The Rise and Fall of Marvellous Melbourne, (2004), Revised Edition,  Melbourne University Press, Melbourne, p. 194. 
10 G. Blainey, A History of Camberwell, (1964) The Jacaranda Press, Melb. Victoria, p. 52. 
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The Early History of Melbourne’s Railways 
As Melbourne’s rail system developed 
from the first private line in 1854, and the 
formation of the Victorian Railway Department 
in 1856, private companies and the government 
jostled for position. 11 
Melbourne and Hobson’s Bay United Railway Company’s Lines, 
From map in Victorian Railways to ’62, Leo Harrigan, p. 59 
The government initially established country 
lines to Geelong, Ballarat, Echuca and 
Wodonga; as well as a metropolitan line to 
Williamstown. The vision of a full railway 
system was incomplete, notwithstanding, 
private lines were owned by The Melbourne 
and Hobson’s Bay Railway Company (1852-1865) who owned the tracks to Flinders Street (now 
platforms 1 through 13). Princes Bridge Station was owned by the Melbourne and Suburban Railway 
Company, with a line to Richmond (1859) and later to Windsor via Prahran (1860), as well as to 
Hawthorn. Princes Bridge was closed in 1865 when all three private companies, including the St. 
Kilda and Brighton Railway Company (1857-1865) were merged, to form the Melbourne and 
Hobson’s Bay United Railway Company (1865-1878) and was not opened again until April 2, 1879, 
with the emergence of the newly opened Gippsland line.  12  Princes Bridge Station sited as platforms 
1 east, 15 and 16 was fully integrated into Flinders Street on 29 June 1980 13and is now platform 1 
east; as well as platforms 14, 15 and 16. The old island platform spaces of Princes Bridge Station are 
now occupied by the Australian Centre for the Moving Image, as part of the Federation Square 
development, commenced in 1999. 
Platform 1, Flinders Street Station at 2,097 feet14 is the longest platform in the Southern 
Hemisphere 15but with approximately only two-thirds of it in use, in 2017. Its extra length is due to 
the east side extending towards the original Princes Bridge Station and the occurrence of a Milk 
Dock, at the western end which facilitated the delivery and distribution of milk throughout 
Melbourne. The milk dock received cans of fresh milk from farms in Korumburra on the South 
                                                          
11 Leo Harrigan, Victorian Railways to ’62, (1962), Victorian Railways Public Relations and Betterment Board, Melbourne, Victoria, pp. 14 & 
40. 
12 Harrigan, Victorian Railways to ’62, (1962), pp. 42, 46 & 184. 
13 Vincent Adams Winter, VR and VicRail: 1962 - 1983. (1990). Brighton, Victoria,  p. 206. 
14 Ron Testro, Australian Trains and Railways (1972) Lansdowne Press, Melb. p. 5. 
15 The main platform at Bulawayo Station, Zimbabwe another example of a long railway platform in the Southern Hemisphere is a mere 
1345 feet.  
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Gippsland line and nearly every station along the line and delivered to platform 1 west the central 
distribution point.16  Prior to the 1865 uniting of the three privately owned eastern and south-
eastern  companies, lines extended out to Sandridge, the first rail line in Australia, established in 
1854 (now Port Melbourne light rail line), St Kilda (now St Kilda light rail line), Brighton (now the 
Sandringham line) and Hawthorn (now on the Belgrave; as well as Lilydale lines), all privately owned 
by the Melbourne and Hobson’s Bay Railway Company (M&HBRC), and were incorporated into the 
Victorian Railways in 1878.17  In the west, there was also the purchase of the line to Essendon owned 
by the Melbourne and Essendon Railway Company (1858- 1867), with a branch line to Flemington 
Racecourse, in 1867. 18 By the time the North Melbourne to Coburg line in the north was completed 
in September 1884, (extended to Somerton via Upfield in October 1889) the government system was 
starting to take shape. 
 
Still for viewing the heritage listed Milk Dock granite-paved ramp, with its bluestone retaining wall, Platform 1, Flinders 
Street Station, circa 1920. The Milk Dock facia is pressed metal and the dock was assessed as significant because of 
‘contributing in a fundamental way to an understanding of the history, operation and functioning of the station 
complex.’  
19
 From Davies (2010), p. 135. 
 
                                                          
16 Jenny Davies, Beyond the Facade, Flinders Street more than just a railway station,  third edition (2010), Endless Possibilities, Gisborne, 
Victoria, pp. 135-136.  
17 Harrigan, Victorian Railways to ’62, p. 62. 
18 Harrigan, Victorian Railways to ’62,  p. 65. 
19 Allom Lovell (1999) quoted in Davies, Beyond the Facade, (2010), pp. 135-136.  
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Later in the nineteenth century it was recognised that public transport would facilitate the 
opening up of suburban and rural land with legislation such as the Railway Construction Act 1884, 
(No. 821), Victoria’s so-called ‘Octopus’ Act, which was passed by the Victorian Parliament on 12 
December 1884, on the last day of that parliamentary session. 20  
Prior to this Act, in 1866, the government was considering the building of a line from the 
‘Gipps Land’ into Melbourne with the ever-growing need of city markets for rural produce, beef and 
dairy, as well as importantly timber and coal. The Outer Circle Railway (OCR), was a term the 
Engineer-in-Chief of Victoria Thomas Higinbotham conceived in 1873, to describe a line from 
Oakleigh to North Melbourne via Fairfield.  This route was largely considered to circumvent the 
M&HBRC lines which by then ran direct monopoly services from Flinders Street and Princes Bridge 
Station to Hawthorn via Botanic Gardens, Richmond, East Richmond and Pic-Nic (an innovation for 
both picnickers and opening up of the eastern suburbs - see map p. 11).  
 The company also had lines to Brighton Beach via South Yarra and Elsternwick, as well as 
what became known as the St Kilda line via South Melbourne, where they had a loop line back to 
Windsor Station on the Brighton Beach line until 1867, and of course their first venture and the first 
in the colony to Sandridge (now Port Melbourne), which opened in September, 1854. Overall this 
was a very profitable concern, serving Melbourne’s most desirable residential suburbs, south of the 
Yarra, in the middle parts of the nineteenth century.   
 
 
 
                   
                                                          
20 David Beardsell & Bruce Herbert, et al, The Outer Circle: A History of the Oakleigh to Fairfield Park Railway (1979). Australian Railway 
Historical Society (Victorian Division). 
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The proposed country lines of the 1884 Railway Construction Act, known as the Octopus Act because of its numerous 
tentacle-like lines - From L.E. Frost ‘A reinterpretation of Victoria's Railway construction boom of the 1880s.’ [Fig 2. p. 
49] 
In the background, there was a great scheme in Victoria’s railway grand vision that had been 
building concurrently with the gold rush and the land boom, which was embodied in the ‘Octopus’ 
Act legislated and passed in 1884. It was first championed by Thomas Bent, Commissioner of Works 
and Railways in 1883 but passed into law by Bent’s successor Duncan Gillies, but little changed from 
Bent’s Bill and considered his masterpiece of political gambolling; as he had envisioned it, the 
eventual 65 railways, legislated on 10 December 1884, had one in each of the fifty-five electorates of 
the Victorian Legislative Assembly. 21   
Eventually, only one railway was abandoned as too farcical, and that was the Cape Patterson 
to Inverloch line, in the seat of Bass. One of the railways allocated in that Bill was the Outer Circle 
railway from Oakleigh to near Alphington, 9½ miles – eventually, specifically – Oakleigh to Fairfield 
Park.  Work began on this line in 1888 and it started opening in stages from 1890 and the final 
section Riversdale to Fairfield Park opened on 24 March 1891. The crowning glory of the ‘Octopus’  
Act for some, such as the Outer Circle Railway League (1873-1884) who had petitioned for its 
building, was the Outer Circle Railway; circling in a wide arc from Oakleigh to Spencer Street. The 
line could not be brought into Melbourne by the direct route used today, Oakleigh via South Yarra, 
                                                          
21 Beardsell et al, The Outer Circle (1979), pp. 22-26. 
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Burnley and Richmond into Flinders Street via the Jolimont yards, because the M&HBRC controlled 
the lines from Flinders Street Station to South Yarra. The issue came to a head when the M&HBRC’s 
line was bought by the government in 1878, and ratified in 1879, after much haggling with the 
company,22 when the overriding sentiment from the politicians was that leasing the line would only 
increase its value. Also, no connection existed between Flinders Street and Spencer Street stations 
until the viaduct was finally built in 1891.  The viaduct was first mooted in 1858 and 1862, and 
another railway initiative finally legislated by the 1884 ‘Octopus’ Act; as initially goods were 
transported from Flinders Street Station to Spencer Street Station, at night by horse-drawn tram and 
later by a small engine at four miles per hour with a brakeman preceding carrying a red lantern. 23 
The Inner and Outer Circle lines were also the only means of connecting eastern freight trains to 
Spencer Street Station during the construction of the Flinders Street viaduct, between December 
1888 and May 1891. 
 
Trajectory of the Inner Circle Line, now a rail trail (from wiki/Inner_Circle_railway_line) 
The linking of the two main stations at a cost of £60,000 in Bent’s Railway Construction Bill 
of 1881 had been discussed  since Flinders Street Station was called Melbourne Station or 
colloquially Elizabeth Street station; this alone put Thomas Bent at the forefront of railway planners, 
though there were many railway accommodations envisioned in that era of railway building 
‘extravagance’.  Also, it was always doubted whether the estimates for the costs of the 1881 Bill 
were by the Engineer-in-Chief Higinbotham or done by Bent himself. 24 One of the Engineer-in-
                                                          
22 Harrigan, V.R. to ‘ 62, p. 184. 
23 Harrigan, V.R. to ‘ 62, p. 186. 
24 Margaret Glass, Tommy Bent, ‘Bent by name, Bent by nature’, (1993), Melbourne University Press, Carlton, p.51. 
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Chief’s claims for the OCR line in 1873 was that: ‘[it would] provide an easy and cheap means of 
extending railways to Heidelberg and other places north and north-east of the Outer Circle line.’ 
Thomas Higinbotham had also submitted eight other possible routes to bring goods in from 
Gippsland; and in all, before it was built, there were many Railway Leagues, advocating for the 
construction of a line to connect Gippsland.  One of the more hare-brained schemes dreamed up by 
the Upper Yarra Railway League proposed joining the northern suburbs via Lilydale through 
Heidelberg and over the Dandenong mountains and through the Bunyip State Park. Another route 
envisioned by Higinbotham was championed by the Southern Railway League; as well as Tommy 
Bent, as his electorate was in the southern suburbs.  And it was the Spencer Street Station to St 
Kilda, and onto Oakleigh via Elsternwick, a distance of 11.3 miles, which would have utilised the 
precarious and near-redundant Rosstown Junction Railway, built by William Murray Ross and 
traversed in a direct line between Elsternwick and Oakleigh. William Murray Ross was another 
‘railway dreamer’ and a councillor in Caulfield, who had built this railway exclusively for his beet 
sugar processing mill, at the corner of Neville Street and Koornang Road, in the suburb now known 
as Carnegie. 25The Southern Railway League was scathing of the OCR at a meeting in Gardiner in 
1874, where Mr Harbison pronounced:   ‘[a] preposterous idea as the people of Oakleigh would have 
to travel 16 miles instead of nine.’ 26 
Geoffrey Blainey’s description of the OCR is most pertinent: [a] cross-country swoop through 
orchards and paddocks.  Now, these orchards have been transformed into densely populated 
residential suburbs.27 To appreciate the downfall of the Outer Circle Railway we look to Davison 
utilising Professor N.G. Butlin’s dictums to understanding the eventual collapse of the over-build in 
Victorian railways: ‘[an] increase in local (mainly urban) services’ partnering with, ‘declining yields on 
new railway investment.’ 28 Much of the railway building such as the Inner Circle line (Clifton Hill to 
Royal Park and onto North Melbourne) were built to appease the inner city working classes as much 
to complete the ‘outer’ system. However, the archetypal working class suburb of Collingwood did 
not have a connecting line to Princes Bridge Station until 1903. Immigrants and the sons and 
daughters of the pioneers reaching marriageable age had created a housing boom, which reached a 
peak in 1888 but declined thereafter. The housing boom was fuelled by the unscrupulous 
speculators with their champagne investor trains to outer Melbourne deposit blocks, and the 
landlords and the builders, who worked on the periphery with cheap loans from the building 
                                                                                                                                                                                    
  
25 D.F. Jowett & I.G. Weickhardt, Return to Rosstown: Railways, Land Sales and Sugar Beet Ventures in Caulfield ,(1978), Rosstown 
Historical Research Group, Mordialloc, Vic. 
26 Beardsell et al, The Outer Circle, (1979), p. 12. 
27 G. Blainey, Our Side of the Country: The Story of Victoria, (1984), Methuen Pty Ltd, pp. 74-75. 
28 Davison, Marvellous Melbourne, (1978), p.169. 
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societies. Graeme Davison claims that it was inevitable ‘by 1889 the construction of new houses was 
running beyond the capacity of the market to absorb them – [and] vacancies were overtaking new 
home builds.’29  The Building Societies’ Gazette of 1890 exclaimed that outer Melbourne east, west, 
north and south was overbuilt and had created empty terraces, houses and shops, in unmade and 
unformed streets. 30 With the banking crash, Melbourne’s suburban development ground to a halt 
and growth was reversed.  During the period 1892-1895, 56,000 left for the country or other 
colonies and Melbourne only grew by 5000 people from 1891 to 1901. So against this backdrop, it 
was remarkable that the Outer Circle line had opened at all. Davison emphasizes that transport and 
service networks rested on hopes of new householders sustaining the suburban way of life, but the 
imminent land boom collapse had prevented that. 31 
As it was, the total route of the OCR although completed in 1891 was operated sporadically 
for a brief three year period, only to fall into disuse, and close in stages in 1893/94 until the 
government finally closed the OCR completely.  The Riversdale to Fairfield Park section was closed in 
1893; the Oakleigh to Ashburton and Darling section closed in early December 1895 and the last 
section from Camberwell to Ashburton closed on 1 May 1897.  It did, however, open partially again 
over many years, many eras and many governments. Camberwell to Ashburton was reopened on 4 
July 1898. In May 1900 the Riversdale to Deepdene section re-opened; as well as Ashburton and 
Deepdene, connected through East Camberwell on the specially built lower platform. The Deepdene 
Dasher was the last passenger steam train in suburban Melbourne and worked the Ashburton to 
Deepdene line until 9 October 1927. Goods services to East Kew passed through the site of 
Deepdene station until 1943. 32 In 2017 one tiny remnant of the line is still in use – the Camberwell 
to Alamein line. 
                                                          
29 Davison, Marvellous Melbourne, (1978), p.173 
30Building Societies’ Gazette, 18 Dec .1890,  p. 410, in Davison, Marvellous Melbourne, (1978), p.172. 
31 Davison, Marvellous Melbourne, (1978), p.172. 
32 Harrigan, Victorian Railways to ’62,  p. 106. 
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Map shows the modern Melbourne rail system – including the current Alamein line; as well as former lines and proposed lines from the 
Victorian Transport Plan (2008). Alamein Station was added in 1948, to service a new housing estate. 33 
 
At one point in 1909, a deputation to the government by the councils of Kew, Camberwell, 
Collingwood, Northcote and Heidelberg lobbied the Minister of Railways of the time, Alfred Arthur 
Billson, for the Deepdene to Fairfield Park section to be re-opened.  The deputation offered to 
provide a guarantee of operating costs. The request was granted at a rate of £216 for the land-
owners near East Kew for the estimated loss on the first year’s working, on condition that the Kew 
Municipal Council should provide a guarantee of £216 annually for 19 years (or a lesser sum, as may 
be necessary), to meet the carry-over losses from the second year; and if the line paid expenses for a 
twenty year period the Council’s guarantee would expire. All to no avail, however, as either the Kew 
Council found the terms unacceptable or the government did not give a final approval. And in any 
case, the railway commissioners were opposed to the re-opening of that particular section of the 
line. 34  
Davison contends, that, ‘...throughout the 1880s the process of middle-class suburban 
development was intimately connected to railway extension.’ 35 Davison uses the examples of the 
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Melbourne and Hobson’s Bay United Railway Company’s pioneered lines to Hawthorn, to Brighton 
and to Windsor (see map on p. 11) to highlight the growth of the Melbourne commuter.  As he says 
of the Hawthorn development after the Box Hill via Camberwell extension came into existence in 
1882, ‘...immediately the entire northern half of the municipality was opened up for commuter 
settlement. Each station sprouted a cluster of real estate agents’ offices, a hotel, a hay and corn 
store [and other] retail shops.’  36 He again argued that the railway growth is repeated in the south-
eastern suburbs, and that ‘during the 1870s the western border of Prahran had been closely settled 
along the Brighton railway line, but it was not until 1879, with the construction of the Gippsland line 
that the higher regions to the east were subdivided.’ 37  
This was fundamentally the antithesis of the OCR experience. The anticipated cattle to be 
transported from Gippsland to the Melbourne CBD never eventuated, and there is no record to be 
found of any such attempts to use this transport route. Nor was it ever used for other purposes that 
were proposed – goods from Gippsland or firewood from Lilydale.  It was always seemingly a 
passenger line with limited clientele but still a passenger line to serve the needs of the growing 
suburbs surrounding Melbourne. During the land-boom period of the 1880s, Davison contends that 
the railways in Victoria led to the sale of residential blocks and creation of suburbs such as Moreland 
and Fawkner to the north, Sandringham and Mordialloc in the south Box Hill and Glen Iris in the 
east; as well as Maribyrnong and Altona in the west. 38 And it was this land boom that fuelled 
Parliamentary enthusiasm for the OCR, and grew Melbourne’s sprawling metropolis.  
Theoretical influences 
It is the demands of to-day’s society that makes the social needs of the human being the nucleus of urban 
integration.  Due to this perception, to-day’s approach towards urban planning differs from that of yesterdays. 
Then it was the optical approach, the visual sensation forming the decisive factor. Today it is the sociological 
approach. (Fooks, 1946)
39 
This thesis is grounded in the discipline of history but examines the work of some leading 
academics in the field of urban and transport planning. Epistemologically, it is based within a realist 
constructionist framework, drawing on the work of social and economic history, in particular, the 
work of Graeme Davison, Michael Cannon and Geoffrey Serle, pivotal points in my study of 
Melbourne’s history.  In terms of the central research question, it draws deeply on the work of the 
late Professor Paul Mees, popular public transport advocate as President of the Melbourne Public 
Transport Users Association from 1992 to 2001, and his two main works, A Very Public Solution: 
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Transport in the Dispersed City (2000), as well as Transport for Suburbia: Beyond the Automobile Age 
(2010). 40 His overall premise in these treatises is ‘public transport’ vs. [the]“free” way debate, where 
he argues ‘public choice’ and modest planning leads to a city like Toronto, Canada, of a similar size to 
Melbourne, having better outcomes, with less public transport infrastructure. 41 The peak of his 
scholarship was a paradigm shift in the way of thinking about the perfect public transport system – 
which went against the prevailing mindset of ‘density is destiny’ and that ‘low population densities 
explain poor public transport and car dependence.’42  He championed the ‘high-frequency service’ 
proposal The Network Effect, ‘linking transport services together to allow them to conveniently 
serve trips to dispersed destinations throughout an urban area.’ 43  Mees posits a symmetrical 
square grid network envisioned as Squaresville – where frequent services run on a continuum, linked 
to local and inter-city transport links – to make public transport accessible as well as desirable, with 
the idea that public transport should be ‘as convenient as the car.’44 
Mees contrasts the ‘economic rationalist’ concept of splitting the public transport modes 
into separate units and letting the market decide as per the Melbourne model, against the Toronto 
model of letting supply over demand rule the policy. He praises the Toronto model ‘offering a 
complete service [from] a public transport operator that enables passenger demands to manifest 
themselves.’ 45 This accords with Weber’s description of sociology ‘as a science concerning itself with 
the interpretative understanding of social action and thereby a causal explanation of its course and 
consequences.’ 46 In essence this is the pure Weberian sociological context: ‘...it is this which 
distinguishes the empirical sciences of action, such as sociology and history, from the dogmatic 
disciplines ... such as jurisprudence, logic, ethics, and aesthetics, which seek to ascertain the ‘true’ 
and ‘valid’ meanings associated with the objects of their investigation.’47 
Mees discredits the idea that central planning is an outmoded concept in A Very Public 
Solution: Transport in the Dispersed City (2000):  
The problem in Melbourne, by contrast, has not been too much planning, as various public 
choice commentators argue, but too little. Melbourne’s uncoordinated, market-driven 
public transport systems have collectively proven less able to respond to the changing travel 
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needs of a dispersed city than Metro Toronto’s single, regionally planned system. Public 
transport operators in Melbourne have competed with one another; Metro Toronto’s single 
operator has competed with the car. 48  
 
My initial interest was an historical study of an early public transport initiative, the Outer 
Circle Railway (OCR) in Melbourne’s outer east, but has grown into an investigation of gridlock and 
high-speed transit in the ‘dispersed city’ and my seeking solutions to the issues facing Melbourne 
currently and in the future. As the Grattan Institute and Infrastructure Australia have shown, ‘...high-
capacity automated urban rail systems (like subways) can carry five times the capacity of a four-lane 
freeway (50,000 people per hour versus 2,500 per hour per freeway lane).’ 49  
Was the OCR ill-conceived is the core content of my research. Its greatest supporters were 
its instigators and the various leagues and other railway dreamers, but its detractors appeared 
almost immediately. Modern scholars have found it convenient to go along with conventional 
economic analysis that something that loses money is a white elephant as if economic rationalism is 
the natural state-of-affairs in modern Australia. 50 Interestingly the term ‘economic rationalism’ has 
been attributed to the Australian argot. 51 
In Paul Mees’s A Very Public Solution, he critiques the economic rationalist52 philosophy of 
public transit, from such organisations as the Industry Commission, which argued:  
The inflexibility and inefficiency of public transport is the result of central planning and over-
regulation.  The solution is to deregulate, introduce competition, expand the role of private 
operators and increase fares; especially for peak-period commuters...this is the most 
effective way of securing the lowest possible operating costs and the service improvements 
that people value most. 53 
The 1994 report that Mees quotes, in his foreword to A Very Public Solution, permits him to paint 
the real picture, of ‘service improvements’ 
... A summer Sunday evening in 1997, Melbourne’s St. Kilda Rd, the city’s main traffic artery, 
is at a standstill, choked with cars of concert goers, theatre patrons and diners [he had also 
painted a picture of the 100 kilometres of bayside beaches on Port Phillip Bay and a fifty-
thousand strong crowd pouring out of the MCG, earlier, to set up the piece of writing]. 
[meanwhile]... a suburban train edges out of Flinders Street Station. Aboard the single, litter-
strewn carriage are a teenage gang, a sleeping drunk and two nervous old-age pensioners.  
Left behind on the platform is a panting passenger who, running late thanks to a half-hour 
wait for a tram, must now wait a further 40 minutes for the next train.   
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So much for the Industry Commission’s promise of... ‘the lowest possible operating costs and the 
service improvements that people value most’, as quoted previously.  Using a critical eye, as does 
Mees, I proffer a slogan gleaned from Curitiba, Brazil, an exemplary city for public transit, recycling 
and affordable housing: ‘Cities should be designed for people, not for cars.’ 54 Mees also offers the 
insight that the Curitiba example was so compelling that Brisbane has invested in radial express-bus 
systems; but tore up one track of a four-track train line to achieve the goal. 55 
E.H. Carr insisted the central task of the historian, with or without the help of theory, lay in 
discerning and interpreting patterns and regularities of the past. For Carr, the point of such a project 
was to assist human society in understanding the present and moulding the future. 56 I see my task 
as an historian in the same light, as an anathema to the adherents of Modernisation theory and 
‘public choice’ theory who find free market capitalism, rather than structured and planned public 
transport, as the way to combat falling public transport usage.   
The philosophical stance/ theoretical perspective of this thesis is influenced by a tendency 
towards a natural and inherent Marxism – this natural inclination can be observed in my bias within 
the Public vs. Private transport debates; as well as my abhorrence of American Car Culture 
tyrannising the environment. Marxism grew within a philosophy of ‘each to his/her needs’ – 
concurrent with the American experience of ‘individual self-determination’.  Private car ownership 
was not common in the Communist Blocs and Communist China until the late twentieth century; 
meanwhile, the Western democracies utilised private car ownership to grow their economies and 
create car-culture lifestyles. Davison explains the car-owning class structure, in the formation of the 
Australian car-culture when he says:  ‘The battle for the city’s streets often took on the appearance 
of class struggle. Cars were ‘rich men’s toys’, beyond the reach of everyone except the wealthiest 
five or ten percent of the population.’ 57 
And so my proclivity is a pro-public transport perspective. Nearly the complete sub-set of 
railway scholars cannot see the advantages of a previous generational over-spend on railways; 
whereas I contend that despite the over-spend, the infrastructure that lay unused, but still extant, 
can now be brought back, and without its very existence the world would be more concreted than it 
is.  Davison compares Melbourne’s Underground Loop, finished in 1981, but conceived a century 
before, as analogous to the over- spend of the Victorian era and the empire building of the Victorian 
Railways.58   The ‘objective truth’ of the matter is that the motor-car like the aeroplane, the 
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telephone, the TV set and the computer make the world smaller with the linked communications – 
but the experience is homogenised and lacks community.  New trends like Twitter and text messages 
even take away the sound of the human voice in community expression. Davison in his 2016 work, 
City Dreamers quotes Remy de Gourmont from The Philosophy of Automobilism (1909), ‘...while the 
railway brought people together, the motor car divided them.’59 Davison after having tracked down 
the phrase ‘automobilism’ is converted to the main philosophy of the French Republic: ‘...while 
motorists upheld the democratic virtue of liberty, supporters of public transport praised its sisters, 
equality and fraternity’, and he contends: ‘...as a communal form of travel, in which strangers met 
and mingled, the train was indeed more ‘social’ than the automobile.’60 
Richard Brautigan satirist and memoirist describes a certain kind of city planning as ‘Los Angeles’,  
The population of Ketchikan, [Alaska] 7,000, and the integrity of the town is virtually 
unspoiled by a form of style and architecture that could be described as “Los Angeles.”  
There is no endless street of franchise restaurants and automobile-orientated business. 
There are no shopping malls to flagrantly disrupt the simplicity of commerce. When people 
want to buy something, they can just walk down to the store. So much of America, even 
what were once unspoilable [sic] towns, look as if “Los Angeles” had overflowed its 
contents..., all [having] something to do with the lifestyle of the automobile.  I think the 
worst case of “Los Angeles” automobile cultural damage I’ve ever seen is Honolulu.  For all 
practical purposes of survival, you might as well drop dead if you don’t have a car in 
Honolulu. I’m not talking about being a tourist in Waikiki...I’m referring to living in Honolulu. 
I think I saw more cars there than I ever saw people. 61 
Although the density of Los Angeles is as low as 5.2 persons per acre [Melbourne’s density at 
the time was 9.2, and Brisbane lower than Los Angeles 4.9 per acre], nobody would claim Los 
Angeles as a model of town planning. The loose and scattered development within its huge area 
imposes a heavy burden of travel upon all who work and live within the area,62 and ‘life in many 
parts of the Los Angeles community is scarcely possible without private conveyance.’63 
 The car culture, though prevalent, and all-encompassing supposedly cannot be wound back; 
too much comfort, employment and ritual are attributed to it. Notwithstanding a new breed of 
young people is turning against car-ownership. In an article about car-sharing in the RACV magazine, 
RA, it has been revealed that the trend towards non-car ownership is growing amongst inner-city 
dwellers in the high-density zones. RACV spokesperson Thanuja Gunatillake says: ‘For many people 
who live and work in inner-Melbourne, owning a car is becoming prohibitive because of limited 
residential parking options and the high cost of parking.’ So for $12.50 per hour, or $85 per day and 
booked through a mobile device, a smart-car hire option is now available via the RACV City Club car 
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park, 24 hours, seven days a week.64  The average young person in Australia becomes a consumer of 
oil and its derivatives from the age of eighteen (seventeen in Queensland, Tasmania and the 
Northern Territory)—public transport is foregone for a ‘hit and miss’ education on the road.  If the 
novice survives the probation period they are initiated into the lifetime club of motoring; some 
Victorians have never travelled on a train and most head straight to their destinations in their cars 
without pre-thought that every other consumer is doing the same. And their almost-ease at parking 
was as hard fought for as any Trade Union concession; as initially the populace were appalled that 
the new-fangled motorist would consider parking the vehicle anywhere they pleased. But as the rich 
man parked in front of the stock exchange and the wealthy matron in front of the department store 
65– it became apparent this lifestyle was here to stay and when the motor car became the ritualistic 
motorised bedroom for young couples, in the 1950s – it was apparent that this phenomenon would 
not be short-lived. Or as Davison has pondered, in Car Wars: ‘The young businessman’s two-seater 
sports car, with its bucket seats and floor shift was a powerful lure but a less explicit instrument of 
seduction than the working-class boy’s black-painted panel van, with its curtained rear windows and 
lay-back seats.’  66 
 
Parking in front of the former Bank of Victoria Building, 251 Collins Street, built circa 1862, was a more relaxed affair in 
the late 1940s. 
67
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In the post-modern society, women may use the car to feel safe and to facilitate their 
responsibilities and lifestyle. It is hard to overlook the importance of the role of the ‘Mum’s Taxi’ 
bumper sticker; as many households are now dependent on at least two cars. In regional areas, the 
RACV’s On Track survey 68of rail commuters finds that 69 percent of rail users who live within 500 
metres of the station will drive their car and women are less likely to walk to and from the station 
and prefer to drive or be dropped off. 69 As Margo Huxley argues ‘...it is because of the messiness 
and indeterminacy of mobility that the car is rightly the most useful and popular form of transport... 
[Women’s] journeys tend to be more complex, unpredictable and flexible...’70   
 The importance of this investigation is that many mouth the solutions to our post-modern 
transport problems, but all viewpoints become polarised, as some believe freeways are the answer, 
and others public transport. A case in point would be in April 2016, the Federal Liberal government 
stated that they still had $3 billion ‘on the table’ ($1.5 billion to add to the $1.5 billion already given 
to Victoria) for the East/West tunnel project and only $10 million towards planning and 
development of the $11 billion Melbourne Metro Rail Project,71 a Victorian Labor government 
initiative inspired by the Victorian Transport Plan, a study commissioned from John Brumby’s A.L.P 
government in 2008.   
In the historical context, as 2016 was a Federal election year, this is exactly the same kind of 
electioneering that preceded the election of the non-party aligned Premiers on the verge of 
conceiving and beginning to implement the greatest railway building program in the State’s history. 
First with Sir Graham Berry’s three Premiership stints between 1875 and 1881, totalling 3 years and 
338 days; then the short-lived Sir Bryan O’Loghlen Premiership 9 July 1881 – 8 March 1883, totalling 
1 year and 242 days and then the James Service Premiership (for our purposes, as he had been a 
caretaker Premier for 5 months in 1880) from 8 March 1883 – 18 Feb. 1886, a sub-total of 2 years 
and 347 days. The juxtaposition of the colony stagnating with immense wealth and infrastructure 
railway projects that were at least twenty years behind the United States and Britain, with politicians 
making the employment and route decisions themselves – will be shown by this research to have led 
to Victoria implementing the first Public Corporations in the world to solve the problems. In the 
heyday of near-full employment, during the boom of the 1880s, when the money had poured in, 
speculation was rife, as I will show, but when ‘interest rates rose in Britain, Victoria no longer 
seemed such an irresistible proposition, as it had been.’ 72  The O’Loghlen government, under the 
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auspices of Thomas Bent as Railway Minister, after his Railway Act in late 1881, ordered without 
authorisation by Parliament, enough rails for 800 miles of line, and to pay for it used up all the cash 
balances in the State Treasury. 73  This was the opening gambit in the over-spend on railways. To 
curb this excess the expert railway man Richard Speight was lured to Melbourne from the Midland 
Railway Company in Great Britain on £3,000 a year to become the inaugural Railway Commissioner, 
with the introduction of the Railway Management Act by the new ‘housecleaning’ government of 
James Service, 74 after Bent had ‘left office under a cloud...after having exercised departmental 
appointments and contracts...’.75  I am drawn by Nietzsche’s dictum, as explained by Curthoys and 
Docker, that the historian should strive to ‘interpret the past’ out of the ‘fullest exertion of the 
vigour of the present’76. Nietzsche recommended practicing critical history, something I strive for in 
this research. The great scheme of the Victorian Railways was established by financial brinkmanship 
–and the ‘vigour of the present’ has Melbourne as the World’s most liveable city five years in a row 
from 2010-2014, 77 and public transport, the main theme of how the city copes with the rigours of 
modernity.78 
By what I define as the moulder effect,79 wherein the craftsmanship of our antecedents is 
left, mostly by sheer negligence or oversight, gems from the past can be built upon in the modern 
age. In The Making of the English Landscape W.G. Hoskins80 speaks about: 
…certain important roads [being] altered out of all recognition.  The Roman Watling Street 
which had become the London to Holyhead road was vastly improved and remade by 
Telford between 1820 and 1828...  Cuttings were made to ease the original gradients...with 
the coming of the Railway Age; most of the engineering was wasted – until the twentieth 
century. 
 
During what Cannon terms the ‘Age of Extravagance’ in a late foray on the edge of the 
financial precipice, in 1890, the Gillies-Deakin government introduced yet another extravagant 
Railways Bill with none other than Thomas Bent, as chairman of the Parliamentary Committee, to 
examine the plans. Astonishingly 4, 630 miles of new line to cost £40 million was proposed and a 
brand-new edifice for railway officials was erected in Spencer Street. And by the middle of 1891, 
                                                          
73 Michael Cannon,  The Land Boomers, 1st Ed. (1966), Melbourne University Press, Carlton, p. 40 
74 Cannon, The Land Boomers, (1966), ibid 
75 Graeme Davison, The Rise and Fall of Marvellous Melbourne, Revised edition, (2004), p. 190. 
76 A. Curthoys, & J. Docker, Is History Fiction? (2010) 2nd ed., University of New South Wales Press, Sydney, NSW., p. 75 
77 Clay Lucas,  ‘Melbourne named world's most liveable city, for fifth year running’, The Age, 19 August  2015 - http://www.theage.com.au 
[NB: NOW six – as Melbourne was awarded the prize again in 2016] 
78 Melbourne [also] has the largest operating tram network in the world with 250 kilometres of double track. 
http://www.yarratrams.com.au/about-us/who-we-are/facts-figures/ Accessed, 3 Nov, 2016. There is also 350 kms of heavy rail track, from 
Jane’s Urban Transport Systems in John Stone, “Political factors in the rebuilding of mass transit: an investigation of failure in Melbourne 
since 1970 through comparisons with Perth and Vancouver” (2008), PhD thesis, Swinburne University of Technology, Melbourne, p. 133 
79 Or what economists call ‘externalities’ things that cannot be measured in dollar terms. Or again as Graeme Davison would have it: ‘Draw 
on the best that the past has left in our cities’. From the Annual Weston Bate History lecture at Victoria Theatre, Sovereign Hill, Ballarat, 19 
Oct., 2016 
80 W.G. Hoskins, The Making of the English Landscape (1955) reprinted (1985), Penguin Books, GB. pp. 244-246 
27 
 
there were 2,764 miles of line open for traffic. 81 This Railways Department building now hosts a 
boutique hotel and luxurious apartment living, whose tenants I have met over the years when they 
have enthusiastically sought antiquarian images and data relating to their domicile, for wall art. 
Benedetto Croce (1866-1952) was a major figure of twentieth century thought, from 
aesthetics to historiography who echoes Nietzsche when he wrote that ‘only an interest in the life of 
the present can move one to investigate past fact’, for ‘past fact’ comes alive when it is ‘unified with 
an interest in the present life.’ 82  R.G. Collingwood 83(1889-1943), author of The Idea of History, 
posthumously published in 1946, concurs with the Croce view in his autobiography (1939), ‘the past 
which an historian studies is not a dead past, but a past which in some sense is still living in the 
present.’ 84  In Collingwood’s ‘The Historical Imagination’ from The Idea of History, he contends that 
the historian is always ‘selecting, constructing, criticising’, and we are also obliged to ‘imagine’ 
history as does the novelist; so imagination is hence a ‘structural’ part of ‘constructive history’, 
providing ‘continuity’ where there is none in the sources. Imagination is essential to the way the 
historian constructs his narrative. 85 Curthoys and Docker elaborate on Collingwood’s dictums on the 
imagination, thus:  
[to] ‘construct a picture of things as they really were and of events as they really happened.’ 
To find the truth of the past, the historian’s picture, unlike that of the novelist, must be 
localised in time and space; the historian recognises there is only [a] historical world, 
whereas the novelist can conceive of purely imaginary worlds; and he knows that his picture 
stands in a ‘peculiar relation to something called evidence.’ …Collingwood determines, that 
‘Evidence is evidence only when someone contemplates it historically. Otherwise it is merely 
a perceived fact, historically dumb.’ 86 
 
To place the public transport debate amongst the aesthetic musings of historians engaged in 
the scoring of the life and death struggles of mankind, seems to be a long bow; but many empirical 
findings are life and death matters, as the analytic philosopher Carl G. Hempel (1905-1997) observes 
‘[that] metaphor [is] irrelevant to true explanation.’ Hempel suggests what the ‘explanatory analyses 
of historical events’ provide is in most cases not so much a fully developed explanation as an 
‘explanation sketch.’  An explanation sketch nevertheless can be filled out with concrete empirical 
research. 87   
Gabrielle Spiegel asserts in The Postmodern History Reader: 
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...as a language-based conception of reality, semiotics has disrupted traditional literary and 
historical modes of interpretation by undermining materialist theories of experience and the 
ideas of causality and agency inherent in them... rather [to] examine a text’s mode of 
production rather than its referential content [and] ...there is no sound epistemological 
reason, with a poststructuralist universe, to distinguish between literary and other uses of 
language.  If the literary is denied the ability to represent reality, so also are all texts, and the 
distinction traditionally drawn between literature and “document” becomes meaningless 
since both participate equally in the uncontrolled play and intertextuality of language 
itself.’88 
Drawing on theories of critical history so clearly outlined by Curthoys and Docker, and the 
public transport vision of Paul Mees, this thesis investigates the Outer Circle Railway and its 
relevance to modern Melbourne.  
Methodology 
The methodology I have used is described as historical investigative, relying on critical 
analysis of primary and secondary sources. Empiricism and rational analysis are products of the 
eighteenth century Enlightenment; but the post-modern89 era asserts the narrative-linguistic 
approach – finding the hidden meaning in source documents, as opposed to a ‘narrowly empirical-
analytical inquiry.’  I also see a ‘way-ahead’ for urban planning as a continuation of the classic period 
of nineteenth century ‘pure’ Capitalist infrastructure, translated to a less comprehensive, less 
technocratic post-modern design mould, as Goodchild contends: ‘Postmodernism is a rejection of 
'totality', of the notion that planning could be 'comprehensive'... [from] plan[ned] cities which 
followed the logic of the new model of industrial mass production.’ 90 And Simonsen sees mass 
production in, ‘Modernism [as] erod[ing] urban living by its failure to recognise differences and 
aim[ed] towards homogenous landscapes.’ 91 My mixed knowledge claims adopt a constructivist and 
pragmatic approach, concerning public transport, and are qualitative more than quantitative (i.e. 
multiple meanings of individual experiences, meanings socially and historically constructed, with an 
intent of developing a theory or pattern); as well as an advocacy/participatory perspective,(i.e., 
political, issue-orientated, collaborative, or change orientated). The qualitative approach utilises 
such strategies of inquiry as narrative, phenomenology, ethnographies, grounded theory studies, or 
case studies. It is also collecting open-ended, emerging data (as I have done) with the primary intent 
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of developing themes from the data. 92   Furthermore because of what I perceive as historical bias in 
interpretation regarding railways by some authors and vested interest towards road-building by 
influential parties, I have particularly concentrated on Victoria’s planning documents, commencing 
with ‘Plan for general development’, in 1929.  In this research I use a mixture of content analysis of 
informed current commentary with critical historiographical methodology, to review primary and 
secondary documents, to reassess whether the Outer Circle Railway was indeed a white elephant. 
The methods employed include a review of various recognised authoritative research studies, 
documents and texts, which have attempted to uncover the reality of the events and personalities 
that played their part as recorded in the historical records of the OCR. The documents include 
Railway Commissioners’ Reports as primary sources while other secondary sources present a more 
interpretive viewpoint.  
I am also well versed in the methodology of ‘historians who walk the landscape’, as 
advocated by Jo Guldi.  93 As W.G. Hoskins, a walker of the landscape historian has said: ‘...we [need] 
eyes to see, the records to follow up the visual evidence, and the imagination to read the records 
aright.’ 94I draw upon my earliest memories of the railway siding at the bottom of my grandfather’s 
farm on the Whittlesea line, to the red rattlers on the Hurstbridge line where I commuted for a time 
to school from Albert Park to Rosanna; as well as riding the blue Harris trains in the 1970s 
condemned for their asbestos sheet construction to be wrapped in plastic and buried in landfill; and 
too many days and nights of my youth traversing grand old Melbourne town via its extensive 
tramlines. And to make this study complete, I personally rode the two remaining lines concurrent 
with this research, namely the Upfield and Epping lines to write track reports, to see whether there 
was indeed accommodation for updating the existing tracks for a high-speed train to Tullamarine. 
Many of the histories of Victoria’s railway building simply repeat the viewpoint of previous 
writers, and never attempt a re-evaluation. And many of the contemporary detractors at the time 
could also be seen as biased. David Syme’s the Age, explained the railway deficit of 1889, by stating 
‘Responsible Ministers have over and over again introduced railway bills into Parliament simply to 
placate their supporters and to catch votes.’ 95  It was a politically charged environment and 
politicians who openly pushed their own agenda and the opportunities to be gained from their 
particular railway development proposal, during the boom years as well as the bust, were generally 
successful, but really this is also contentious. Lionel Frost in his paper ‘A reinterpretation of Victoria's 
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Railway construction boom of the 1880s’, after considering the question ‘was political opportunism 
the motivation for railway construction’ concludes: ‘... [that] the Victorian Government was guided 
by market considerations... [and] this conclusion is at odds with contemporary journalists, and their 
latter-day supporters.’96 He reaches this conclusion by way of analysing the reasoning of two 
influential twentieth century writers on the history of the Australian economy T. A. Coghlan and N.G. 
Butlin.  T. A. Coghlan had argued in 1918 on the side of the railway boom being ‘parliamentary 
representatives of country constituencies [looking] for as much local expenditure as they could 
procure for their local districts.’  With the issue compounded in 1964 by N.G. Butlin’s influential 
Investment in Australian Economic Development 1861-1990 wherein he adds to the theme of, ‘public 
and private investment in the 1880s was directed largely into unproductive areas.’ 97    
The following chapters will show the ill-fated OCR line within the overall context of its 
creation and the infrastructure formed around its initial concept, up to the modern era. Chapter two 
provides a targeted literature review, of the complete compendium of literature on the Outer Circle 
Railway to my knowledge; as well as a concise bibliography of urban planning analysts and selected 
social historians. Chapter three examines the land speculation aspect of nineteenth century 
Victorian politics, especially concerning the OCR and how railways influenced the design of the 
Victorian city.  There is also a case study of a small land holder speculating on the Inner Circle line 
when it was assumed to be passing through the suburb of Royal Park. The chapter also includes 
some of the more notable figures of the land boom period of the nineteenth century.  Chapter four 
reflects on the coming of the motor age and the town planning that was envisioned for that period 
in Melbourne’s history, and ends in a polarised debate over the East-West Tunnel and a clear 
indication of how polarising the issues of gridlock over environmental concerns has become.  In 
Chapter five I look at the Outer Circle Railway being the basis for future development and was it 
really such a redundant idea? I also explain the concept of railway-phobia, a latent dislike of railways 
over the freedom and personal comfort of motoring.  In the conclusion in chapter six I reiterate how 
Melbourne’s Outer Circle Railway could be re-incorporated, with a proposal for a High-speed Train 
Service to Tullamarine Airport, and there are track reports in the Appendix to further my findings of 
how this could be done, as well as the initial patronage figures of the OCR and maps of the 
Melbourne transport system through the ages.  
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Chapter Two 
Literature Review 
The Outer Circle Railway framed within a context of Melbourne’s 
Urban Planning.  
There have been many attempts over the years by historians to solve the puzzle of the OCR; 
and many have agreed that it was a white elephant and a ‘waste of taxpayers’ money’. My main 
contention though is that visionary undertakings are never a waste of taxpayers’ money; and it is not 
until Robert Lee’s opus The Railways of Victoria, 1854-2004 published in 2007, having missed the 
deadline for the sesquicentenary of 2004, that a railway historian writes with a considered passion 
that is usually evoked in the transport field for cars and other popular icons. He says, considering 
that the OCR was conceived in 1873, that: 
While many of the 1890 proposals were absurd, most railway investments in the 1880s had 
been sensible and had achieved its aims of agricultural and urban development. The 
frequently expressed view that Victoria over-invested in railways during the boom only has a 
very limited validity. 98   
Lee does follow up those remarks concerning the OCR, in his later book Transport: An Australian 
History, where he states: ‘Higinbotham ...planned an ‘Outer Circle’ government line to Oakleigh to 
link the Gippsland line with the rest of the government system without trespassing on the 
Melbourne and Hobson’s Bay United Railway Company’s lucrative suburban territory.’ 99  
The Outer Circle: A History of the Oakleigh to Fairfield Railway (1979), is the definitive text 
on the subject of the Outer Circle Railway and is a collaborative effort by its two main authors David 
V. Beardsell and Bruce H. Herbert, followed up by research commenced by Herbert and Beardsell’s 
brother Cam, along with the late Eric Sibly in the latter part of the 1960s. In 1974 the research began 
again by the main authors, as well as Sibly and Bob Whitehead. 
The archivist Rodney Smith, (certainly not be mixed up with Rod [erick] Smith intrepid world 
transport traveller and editor (retired) of his own sporadic journal, RNV (Rail News, Victoria)), helped 
with research on The Outer Circle: A History of the Oakleigh to Fairfield Railway, when he held an 
archivist’s position at the Public Records’ Office, and archivists at Monash and Melbourne 
Universities, and at Latrobe Library, all contributed to this work. 
 Famous railway photographers advised and contributed photographs and information, 
names such as Keith Turton, Ian Stanley, and John Thomson, plus sixteen others. Encouragement 
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was given by Australian Railway Historical Society members such as John Dare and Robert Carlisle 
who have become noted railway photographers in their own right in the modern era. 
The authors look at the main question of the OCR, ‘why was it built?’, and many answers are 
outlined, not the least being that the Minister for Railways when the idea was conceived in 1873 was 
Duncan Gillies, and the Minister for Railways in 1883, when it gained momentum in Parliament 
leading to the Octopus Act of 1884, was also Duncan Gillies, and it was put forward by Beardsell et 
al, that he was greatly influenced by Thomas Higinbotham the conceiver of the line. 
Though their work may be considered the definitive text on the subject an earlier Master’s 
thesis by W.S. Corker, at the University of Melbourne, entitled, ‘North Carlton and the Outer Circle 
Railway’ (1966), quoted from crucial texts that Beardsell et al failed to include. In this exciting find 
that Beardsell’s et al’s work does not refer to – I am given encouragement that supports my 
contention of a future route for a high-speed train utilising the OCR and either the Epping or Upfield 
lines, validity. Some points stressed by Corker and by Beardsell et al state that the OCR made 
Melbourne an even more complete system, and if the lines were still in use would assist in help 
solving some of the transport challenges in present day Melbourne. Thomas Bent wanted the OCR to 
loop back to the city via Northcote station on the Epping line instead of Fairfield Park on the 
Heidelberg/Hurstbridge line, in his Railway Construction Bill of 1882, which would now take an 800 
metre tunnel, to fulfil.  The other point Beardsell et al state is that Bent in his Railway Construction 
Bill of 1882 – which paved the way for the exact replica known in 1884 as The Railway Construction 
Bill 821 or commonly as the Octopus Act – a railway system that would reach across the State akin to 
the tentacles of an octopus. He also proposed a line from Pic-Nic station on the Yarra River (between 
Burnley and Hawthorn) to Murrumbeena, one of the lines not built but sixty-five lines were, totalling 
1, 170 miles. This Act and a further Bill in 1890, as per the Gillies-Deakin government who oversaw 
the building of many railways in the Octopus Act, added another 1,116 miles of suburban and 
country lines bringing the total build after the general mayhem of political pork-barrelling to: 2764 
miles, that were open for traffic by 1891. 100 The Victorian Railways would expand until 1942 to 
4,766 miles.101 
Authors Ian Weickhardt and Des Jowett of Return to Rosstown (1978), and considered a 
companion piece to Beardsell et al’s work, contributed by giving unconditional copyright access to 
their work.  They argue that bringing goods from Gippsland was the most contentious political issue 
of the 1870s: ‘the entry point for the Gippsland Railway was one of the most controversial political 
issues of the 1870s.’ 102 Their Rosstown line research completes a scenario of another main 
                                                          
100 Cannon, Michael, The Land Boomers, pp. 40-41. 
101 Leo J. Harrigan, Victorian Railways to ’62, p.92. 
102 Jowett and Weickhardt, Return to Rosstown, (1978) in Beardsell, et al, The Outer Circle, p. 6. 
33 
 
contender on the business of a Gippsland line connecting to Melbourne; ‘land boomer’, William 
Murray Ross, who vied for commercial expediency for a line to his sugar beet factory, and used the 
main objective of the day, getting goods from Gippsland into Melbourne via Oakleigh, to leverage 
the government. He wanted Gippsland beets (beets were grown extensively in Gippsland) 103 
delivered directly to his factory in Oakleigh, to be distributed as beet sugar via his private railway line 
connecting with the Brighton line at Elsternwick. As well as the OCR and Rosstown railways, there 
were up to nine other routes conceived to do that same thing. Harrigan in Victorian Railways to ’62 
(1962), (a commissioned history from the Railway Department, and utilising their extensive archive) 
discusses that the Victorian Railways considered leasing lines from the prolific line builders, the 
Melbourne & Hobson’s Bay United Railway Company (M&HBURC) – but the commissioners were too 
canny, knowing full well that that would increase the value of those assets, when and if the 
government were forced to buy. 
 Thomas Higinbotham conceived the line and was an expert on railways as the Outer Circle 
Railway League argued, when the line was being fought for in 1882. ‘...[that the] same difficulties 
confronted pioneers throughout Victoria, and it soon found expression in railway development. 
Progress Associations and Railway Leagues were formed all over the State.’104 Railway Leagues and 
the surveying of the Gippsland line through the great forest in South Gippsland, is documented in 
The Land of the Lyre Bird: A story of Early Settlement in the Great Forest of South Gippsland, [from 
the full sub-title; as follows] being a description of the Big Scrub in its Virgin State with its Birds and 
Animals, and of the Adventures and Hardships of its Early Explorers and Prospectors, with Accounts 
by the Settlers of the Clearing, Settlement, and Development of the Country.  This book was first 
published in 1920 for the Committee of the South Gippsland Pioneers Association, and for the 
purposes of this thesis, the chapter headed The Great Southern Railway by R. J. Fuller is of particular 
interest.  This chapter contains an account of how the land surveyors [capitalised in that text] 
surveyed in 1883 virgin and hilly terrain for the future route of the railway. There is also a firsthand 
account of the passing of the Octopus Act, in 1884: 
As the survey progressed and favourable reports were circulated, the southern selectors 
became very jubilant; the pessimists became advocates; and the advocates, enthusiasts. 
There was a strong agitation in favour of opening up the country by means of railways 
throughout the Colony.  Mr. Duncan Gillies, the then Premier, formulated a railway scheme 
embracing some 600 miles of line.  This did not satisfy members of Parliament.  They waited 
on him, and he agreed to extend it to 800 miles.  Still they were not satisfied. Those beyond 
the extended lines brought all the pressure they could from their several districts, and, 
fortunately, they were well supported by the public and the press. When Mr Gillies brought 
forth his scheme before the House, in one night the projected 800 miles was extended to 
1,600 miles. The Great Southern Line which was to have terminated at a black stump at 
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Koorooman, near what is now Leongatha was extended to Port Albert, and so with many 
other lines throughout the Colony. After-events proved that this ambitious scheme was too 
extended for the then resources of the Colony. There was not sufficient population or capital 
to develop such an extent of country served by the new lines in so short a time. The railways 
for a considerable time after construction did not pay.  Mr. Richard Speight was careful to 
point out that this would be the result; but, he said, eventually, no doubt, they would pay.  
And so it proved.  The railway scheme did a vast amount of good in developing both the 
country and the city of Melbourne. 105 
Beardsell and Herbert provide a strong argument when they state that bringing the Gippsland line 
into Melbourne via the OCR, [was] nonsense because Higinbotham’s main reason for the 
construction of the Outer Circle Railway was the Gippsland goods argument, but they state that ‘the 
direct line from Oakleigh to Melbourne had been built.’  If we listen to the Minister for Railways, at 
the time of The Octopus Act, of 1884 – Duncan Gillies – he adds some coherency to the puzzle, as he 
maintained that the new OCR route ‘... [would] divert goods traffic from the [main] Oakleigh to 
Burnley section’106 – which would have made the direct route as it is to-day, a passenger route, with 
the occasional freight train.  The remaining chapters of the The Outer Circle: A History of the 
Oakleigh to Fairfield Railway, concerns the engineering of the line, the passenger trains that would  
Map: Victorian Railways ‘Suburban Lines’ - circa 1891 (in Beardsell et al p. 30) 
run on it over its stop-start chequered career; as well as the freight trains (its initial concept) that 
ran.  The book discusses the OCR with the following chapters, among others, The Construction (Sir 
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John Monash was one of the engineers), and It’s Working Life. The Speight vs. Syme Cases, are also 
included. The Age under the editorship and ownership of David Syme had been so outspoken about 
the construction of the OCR that it finally turned into the famous defamation cases, with David Syme 
winning the first and on appeal on a technicality Richard Speight winning the second, but famously 
only being awarded a farthing; but costs, which ruined him. 
 Many investment companies speculated on land along the OCR line’s proposed route, but 
Beaver and Munro (later Victoria’s 15th Premier) were the main parliamentarian speculators. 
Munro would later sell 30 acres of land to the Victorian Railways in September 1887, for the 
construction of the OCR.  A powerful indictment of Munro is related by John Lack, about an incident 
in Collins Street in April 1893, reported in the Age, the Argus and the Footscray Independent on 18 
and 19 April, [suggesting] the contempt in which the Parliament and its land-boomer politicians 
were now held. When James Munro attempted to brush aside an unemployed man remonstrating 
about the loss of his entire savings in the failed Real Estate Bank, the desperate man knocked him to 
the ground, declaring to the police that he was 
only sorry he hadn’t blackened both his eyes. 
A sympathiser paid the token £5 fine, and the 
Footscray Independent expressed sympathy 
for ‘the poor ruined workman’ who had 
‘knocked down and rolled Munro in the gutter 
like an ordinary drunk!’107 
 
Map: Land sub-divisions applied to the building of the OCR 
through Camberwell and Kew (in Beardsell et al “Kew Park 
Estate Auction of 1 September, 1888” p. 30) 
 
Leo J. Harrigan’s, Victorian Railways to ’62, is a 
sought-after and authoritative history written 
and issued for all staff of the Victorian Railways in 1962, with the printer’s for the Victorian Railway’s 
marketing department offering  employees their name in embossed gold lettering on the front 
cover, with the title and the author’s name; supposedly to help boost sales. Harrigan devotes an 
entire chapter to the Outer Circle Railway from its origins:   
When, in 1866, the Government first considered building a railway to the ‘Gipps Land’ 
district, the matter of the line’s entry into Melbourne was, for the time being incidental.  The 
decision in 1872 to construct the railway inaugurated negotiations by the State that resulted 
in the purchase, six years later, of the Melbourne and Hobson’s Bay United Railway Co. [In 
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the interim period before the tough negotiations were finalised] The Government regarded 
the acquisition of the Hobson’s Bay system as essential to provide an entry for the Gippsland 
line into Melbourne... 108 
The Engineer-in-Chief of the Victorian Railways Thomas Higinbotham recommended that 
one of the ideas of leasing their line from Oakleigh to Melbourne would only drive up the price of 
the asset, so it was his opinion, that it must end with ‘the purchase of the company, followed by the 
construction of a junction line between Flinders Street and Spencer Street stations, or the 
alternative of building the independent Outer Circle railway.’ 109 
 Harrigan is also an authority on the exact timeline of the purchase of M&HBURC and the 
setting up of the northern Melbourne railway routes:   
The first of the extended series of negotiations for the purchase of the M&HBURC collapsed 
in November, 1873; construction of the Gippsland railway was postponed and 
Higinbotham’s plans for an Outer Circle line were abandoned.  Eventually purchase was 
ratified by Act of Parliament on November 14, 1878.  The Gippsland line, by then nearing 
completion, was connected with Melbourne by way of Oakleigh to the Hobson’s Bay system 
at South Yarra on April 2, 1879. Higinbotham had been removed from office on ‘Black 
Wednesday’ –January 8, 1878—and, of course, was not in the Railways Department when 
these events occurred.  General extensions of the State railways were approved by Act of 
Parliament No. 682, assented to on December 28, 1880.  Among the twenty-three new lines 
authorised were North Melbourne to Coburg (5 miles), and Clifton Hill to Alphington (2½ 
miles). These might well be regarded as portions of Higinbotham’s proposed Outer Circle 
Railway although not included in the term Outer Circle line used in later years to describe 
the connexion between Heidelberg and Gippsland lines. 110  
Then came the Octopus Act of 1884, which breathed life into an inner and outer circle. 
Burnley to Waverley Road (5⅛ miles), Royal Park to Clifton Hill (2½ miles) [part thereof of the 
inner circle line], and the Outer Circle railway from Oakleigh to near Alphington (9½ miles).111 
The latter two lines, together with the two sections approved in 1880, traversed approximately the 
route of Higinbotham’s ‘Outer Circle’ plan.  The Burnley to Waverley Road section later became 
known as the Glen Iris line. 
Blainey contends, in his History of Camberwell, that, ‘Economically there was no case for the 
Outer Circle line, but there was a strong political case.’ 112  In reality the southern suburbs were 
served by more railways than the northern suburbs. Many politicians believed that ‘a ribbon of 
streets and houses would arise along the railway from Oakleigh to Fairfield’ 113 but they were wrong. 
It was built more to appease parliamentarians, the lobbyists and those voters who had signed 
petitions than out of necessity. In Blainey's view it was redundant before it ever commenced not 
even serving the originally conceived notion of cattle transport from Gippsland and in the end ‘even 
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the suburban passenger trains ceased to use this circular route to the city; the trains were too slow, 
the fares too dear.’ 114  
R.L. Wettenhall asserts: 
...under a clause of the 1883 Act inserted by a private member in committee, the [Railway] 
Commissioners were required to report on proposed new lines, and they presented a paper 
recommending 47 on the grounds that they would benefit districts to be served and that 
they would feed the main trunk lines and, therefore, increase the revenue on the latter. The 
Commissioners stated that although required by law they were unable to furnish estimates 
of likely traffic, claiming that experience had shown that the traffic of a district when it was 
without railway communication was no guide to the traffic of which had immediately 
developed upon the provision of means for its transit. 115  
 
This provision had been inserted into the Act in an attempt to eliminate ‘political railways’ in 
which lines were constructed not for reasons of necessity, but more for selfish political reasons.116  
In that sense it was an abject failure. Also in Wettenhall’s report: Railway Management and Politics 
in Victoria 1856 – 1906, he states that the Victorian Railways ‘not only pioneered the public 
corporation as a device for managing public enterprises in Australia, but also began (even at the time 
the other departments were being integrated into a uniform ‘Public Service’) the “mushroom growth 
of (agencies) ‘independent’ of the central public service authority.” ’ 117   
A late addition to the Outer Circle Railway oeuvre is a DVD set of the history of the line, 
entitled, The Outer Circle: Melbourne’s Forgotten Railway, which was produced by the means of 
fund-sourcing over the internet.  Released in 2014, it has screened many times in Melbourne at 
special screenings, and at the MADE centre (Museum of Australian Democracy at Eureka) in Ballarat 
where I saw it one cold, rainy winter’s night. It is guided throughout by David Beardsell OCR 
historian; as well as a guest interviewee who actually travelled on the line, and who grew up in 
Second Avenue, Kew, overlooking the line. Also featured is Dr. Crystal Legacy, of RMIT University 
who concurs with my research in that, she states: ‘Melbourne would look much different if the OCR 
still existed’, as well she says: ‘Are we meeting the needs of the city as it grows, that is the strategic 
question.’ 118  
Other historians of course have mentioned the OCR in passing, apart from Geoffrey Blainey 
in Our Side of the Country (1984) and in A History of Camberwell (1964); to a more mild assessment 
by Weston Bate: ‘...an ill-fated outer-circle project.’119 All in all none can argue, with Cannon’s 
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aphorism: ‘the incubus of the railway boom of the 1880s, was still weighing heavily on the taxpayer 
of the 1960s.’120  
Many scholars have ridiculed the concept of the building of the line in the first place and my 
point of difference with other recent scholars on the OCR is that it was a lost opportunity, and not a 
complete waste of taxpayers’ money. Michael Cannon, author of The Land Boomers, laces his 
account with railway cynicism; something I have termed railway-phobia, notwithstanding he has a 
very succinct reading of the OCR’s fate:   
 
[the building of] a ludicrous enterprise known as the Outer Circle Railway, built at a cost of  
£292,000, [it] was opened in 1890 and closed three years later.  It meandered for nineteen 
miles around Melbourne’s northern suburbs, from North Melbourne through to Brunswick, 
across empty paddocks to Fairfield, thence to East Kew, then to Hartwell, finally joining the 
main Gippsland line near Oakleigh. 121 
  
The route that Cannon describes – in my view is almost mythical in its trajectory; as some 
fabled journey, or a King’s progress across his nation, crossing or easily connecting to almost three 
quarters of Melbourne’s other train routes. And by 1950 two thirds of Melbourne’s population 
would live in the south and east. 122 
 In Wettenhall’s (1961) study on the origins of the public corporation, he shows that Victorian 
Railways was an archetype; as was the State Rivers and Water Supply Commission, another 
exemplar public corporation, founded in 1905, under the Thomas Bent premiership.  Bent’s name 
and style of governance was the epitome of political influence and Wettenhall states that George 
Swinburne, Minister of Water-Supply (1904–08), had rebuked Bent (like many before him), on 
criticising the right of the Chairman of said Commission, to make a statement of policy. 123   
Summing up his thesis, Wettenhall concludes:  ‘History has proved the great importance of 
Victoria’s pioneering contribution to the concept of the public corporation; but as far as Victoria 
itself is concerned, the verdict that it ‘squandered its opportunity’ in relation to civil service reform 
(which it also pioneered, in so far as the Australian colonies were concerned, in 1883) is to a large 
extent true also of its railways...’. The 1870s was a prominent decade for railway building, as the 
Victorian government began a programme to build railways from Melbourne to country centres.  
One of those lines proposed in 1873, was the Gippsland to Sale line, which began the hot topic of the 
Outer Circle line and the goods from Gippsland symbolic political metaphor (last used in 2014—with 
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the East/West Tunnel project, useful for bringing in ‘goods from Gippsland’ [to and from the ports], 
as the Age and the ABC reported in that year).124 
 The standard treatise on Melbourne’s land boom is Michael Cannon’s The Land Boomers, 
(1966) as well as, Geoffrey Serle’s classic text The Rush to be Rich, A History of the Colony of Victoria 
1883 – 1889, (1974) and Graeme Davison’s, The Rise and Fall of Marvellous Melbourne (1978) is an 
oft-quoted exemplar of Melbourne’s social and geographical history; including the expanded Second 
Edition, in 2004. Other highly influential works for a multi-disciplinary approach to Melbourne’s 
transport planning are Freestone’s Urban Nation: Australia’s Planning Heritage, (2010), as well as 
Buxton, Goodman and Moloney’s, Planning for Melbourne: Lessons for a Sustainable City, 
(2016),which  is a considered reflection on where neo-liberalism and privatisation has taken the 
public transport agenda. Paul Mees’ highly regarded A Very Public Solution: Transport in the 
Dispersed City (2000), conveys the message that it is not population density that supports public 
transport in a city, but transport planning.  His later definitive work, Transport for Suburbia: Beyond 
the Automobile Age (2010) reflects on mass automobility in the twentieth and twenty-first centuries, 
and both books have been invaluable for this thesis. The edited offering dedicated to Mees’ life, 
Gleeson, B. & Beza, B.B., The Public City: Essays in Honour of Paul Mees, (2014), has also shed useful 
illumination on the transport debate. And as an observer and walker around Melbourne, I have 
found, W.G. Hoskins’ The Making of the English Landscape (1955) to be a definitive work on the 
methodology of studying cultural landscapes. 
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Chapter Three 
Land Speculation and the Politics regarding the Victorian Railways 
and the Construction of the Outer Circle Railway 
 
‘The proper principle to adopt was to make railways precede population and not population 
railways.’ David Gaunson, 1884.125 
 
Beardsell et al point out that in the 1880s the Victorian land boom was deeply tied in with 
railway building. 126 As well, Michael Cannon, in his landmark study The Land Boomers says that ‘if 
railways and tramways had not already existed, it would have been necessary to invent them.’ 127 
But how politically expedient was the Octopus Act of 1884 for the fortunes of some politicians? And 
the question you must also ask is: was railway building an adjunct to building wealth and political 
careers for the protagonists, or were there any altruistic designs, before the inevitable bust of the 
1890s?  
With the advent of the Service government’s second term (1883-1886), and with Duncan 
Gillies as Minister of Railways, the railway mania of his predecessors such as Thomas Bent 
continued.  It was Bent who had made proposals for extensive railway construction from his time as 
Commissioner of Works and Railways, in 1881; being ‘827 miles of iron way of different 
descriptions.’ 128 The 1862 Civil Services Act had many loopholes and political patrons were the 
entree into the civil service, especially into the Victorian railways; and many political appointments 
were made. It was said of Thomas Bent’s tenure: - ‘if you wanted a position or promotion in the 
railways, you had to see Tommy Bent, and arrange it with him personally.’ 129  
The catchcry by the Outer Circle Railway Leagues in the 1880s, during the land boom was 
that, ‘the sooner the OCR was built, the cheaper it would be’, as land prices were increasing rapidly, 
and not lost on the watchful eye of the politicians who designated the routes. Land speculation and 
railways were entwined.  It took F.E. Beaver M.L.C.  13 days to take advantage of the passing of the 
Bill.  Beaver, probably the key lobbyist for the OCR, bought from Mr Frank Stuart on 23 December, 
1884 an elongated piece of land of 150 acres, south of Riversdale Road, Hartwell, for £26, 500. The 
proposed OCR was to pass directly through it. He sold it in 1887 for £51,116, to the Real Estate Bank. 
The Real Estate Bank was founded and directed by one James Munro, M.L.A. land boomer and 
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another great supporter of the OCR, who had already purchased 305 acres in February 1885 and 
another parcel in 1887. Between them they owned half the land in between Waverley Road and 
Riversdale Stations, so within 3 months of the authorisation of the railway, both speculators bought 
large parcels of land. Beardsell et al conclude that, ‘This suggests that they were able to use for their 
own financial advantage, information available to them as parliamentarians as to the exact route 
that the line would take.’ 130 Munro was an early example of an Australian, atypically Melbourne 
wowser; a total abstainer and as Serle observes he had no little vices that hindered his tunnel-
visioned pursuit of money. 131 He also could be said to have practically owned the entire suburb of 
Ashburton, a major thoroughfare on the OCR. 
In the early part of the twentieth century (1901) a Royal Commission was held to investigate 
‘the system of promotion in the Railway Department, and its general management, financial and 
otherwise.’ This stemmed from the period pre-1883, where Ministers of Railways made all railway 
appointments; to the next period wherein the foundational Railway Commissioner, Richard Speight, 
who in November 1883, accepted an offer of £3000 to head the new three-man Board of 
Commissioners established under the Victorian Railways Act of 1883, aimed to remove the railways 
from political influence. With a further Railways Amendment Bill, this system of a three man board 
would remain in place until 31 October 1972. 132 
In his first two years of becoming a railway commissioner Richard Speight had had surpluses, 
though Speight as Michael Cannon put it, ‘[was] courted and flattered into becoming a creature of 
the Parliamentary land boomers.’ 133  The Speight wage of £3,000 per annum was enticing, as the 
then Premier’s per annum wage was a mere £1,200, so again some argument could be mounted for 
random acts of land-speculation, by sitting parliamentarians, or the fact that one entered the 
Parliament for a self-serving agenda, in the boom years of Victoria in the nineteenth century. And 
this was also due to the Public Services Act, 1862, as the following part letter from Frank Gavan 
Duffy, an officer in the chief secretary’s office attests: ‘there is [sic] unfortunately no vacancies in 
this office which my Father can offer you.’ 134 
 The newly entrenched Railway Commissioner Richard Speight’s railway experience with the 
Midland Railway Company in England led him to believe that railways should be built to the highest 
standards possible. Monumental railway terminals, viaducts and heavy duty trackwork were the 
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essence of railway construction in the relatively heavily populated regions of the Midlands of 
England. The result was the largest railway building programme ever carried out in Victoria, with the 
OCR one of those envisioned railways. 
 Perhaps Gillies was vote buying like Thomas Bent before him, as there was to be a railway in 
all of the then 55 constituencies of the Victorian Legislative Assembly; 135as well as all sides of the 
Outer Circle Railway Leagues appeased with both the Royal Park to Clifton Hill line (the Inner Circle) 
and the Outer Circle Railway to be built. The Age newspaper in its editorial on the day of the Bill’s 
passing, 7 October, 1884, said: ‘any Bill that promises more than 300 to 400 miles of railway ought to 
be looked upon with distrust... as a mere bid for popularity.’ 
 The Effects of the Railways on Victorian era Cities 
Like the British railway builders of the mid-nineteenth century or the road-builders of post 
World War II New York, the proponents of ‘inner city freeways’, both saw themselves as ‘slum 
clearers’ and ‘urban renewalists’. Urban renewal involves the relocation of businesses, the 
demolition of structures, the relocation of people, and the use of eminent domain (government 
purchase of property for public purpose) as a legal instrument to take private property for city-
initiated development projects.   
In Freestone’s Urban Nation he maintains, that in the 1940s it was a ‘Reconstruction 
Ideology’ borrowed from the United Kingdom: ‘...the post-war reconstruction era not only buoyed 
enthusiasm for a more enlightened approach to metropolitan and suburban planning but also raised 
expectations for a more systematic planned approach to urban development. Comprehensive urban 
renewal was preferred since it promised the best chance for scientific all-of-one-piece town 
planning.’136 
The problem of course is that in railway acquisition in the early – to mid-nineteenth century 
‘government acquisition’ had little to do with it; these railway pioneers, were all private companies – 
the history of early railway building is a tale of the free market. Although J.R. Kellett finds a paradox:  
 
...although British railway companies existed and operated within the normal business 
rules of price and profit, they were, from the beginning, granted two unusual public 
privileges; corporate form and the power to acquire property by compulsory purchase. The 
first privilege, granted by the Private Act of Parliament incorporating each railway company, 
exempted it from the ban upon raising capital from more than six people which had been 
imposed after the fraudulent company flotation’s associated with the 'South Sea Bubble' in 
1720. As far as the English manufacturing industry was concerned this prohibition remained 
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in force until the 1860's. Such a privilege immediately removed railways from the world of 
private partnership firms and family businesses… 137 
A Royal Commission was held in 1846 138 to look into an increasing population, the growth of 
commuting and a lack of transport infrastructure within the City of London which had led to 
overcrowded streets in the capital. The Royal Commission report banned the construction of new 
lines and stations in central London. Some believed that a solution lay in the construction of an 
underground railway which would link existing stations with the City. It was felt that an underground 
railway plan would help alleviate the problem of overcrowding in London, but it raised many issues 
concerning the moral principles and business practices of the private railway companies; under the 
general heading of ‘social concern’. At that stage in the city’s history it is recorded that there were 
approximately 88, 000 journeys by omnibus across London Bridge on a daily basis, and the private 
railway companies were vying for more access to the centre of the capital. This gave rise to a circular 
quandary: was the workingman’s rail ticket equivalent to his loss, as he was travelling back to the 
very area where he had left, when the railways had acquired his home – turning the same vicinity 
into a plethora of small businesses, mostly under the continuous brick viaducts, that served a dual 
purpose of trains on top and shops built into the structures. The moral dilemma of the sacrifice the 
working class had made being moved on for slum clearance and the fact that they were now heavy 
users of the rail system, was an early foundation for public transport fares linked to C.P.I. (Consumer 
Price Index). Ticket concessions in Victoria can be traced to a Railway Enquiry Board of 1895, when 
the profligacy’s of the past were investigated – and one important innovation was the concept of 
‘recoup’, whereby parliament would recompense the railways for decisions it took, such as rates 
concessions – that reduced their revenue.  Workman’s concessions in Victoria weren’t abolished 
until 14 September, 1958, along with first–class travel, a social change that occurred with the wage 
differential gap between blue and white collar workers closing. 139 
Kellett explains the effects of railway companies on the development of Victorian-era cities:   
Differences in the competitive postures of the companies exploiting each city and in the amount 
of surveillance exercised by local and central authorities left their mark, quite literally, upon the 
development of each city; but this diversity should not obscure the many common features: the 
similar effects upon the central business districts and their traffic, the demolition of certain areas 
of low quality housing in each city and the perpetuation of others, the similar problems of 
securing land title along the access routes and the similar effects upon the urban land market. 
Here are topics which draw the study of British cities closer together and afford an extensive 
field for urban comparisons.140 
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We can also pinpoint the end of ‘slum clearing’ activities by privateers via Kellett’s study, as the 
social contract by private railway builders would be loosely based and more attuned to profits for 
the private sector; in the following passage Kellett isolates where in the UK experience, the 
privateers fall away: 
However, the building of Marylebone Station was the last and only major terminal scheme 
to be carried through in London after 1884. The new provisions to reduce 'systematic 
evasion' and 'gross inaccuracy of returns' by bodies demolishing residential housing 
unfortunately fell most heavily not upon the railway companies, whose major construc-
tional phase was over by the 1880's, but upon the Metropolitan Board of Works, 
demolishing for street improvements, and upon bodies proceeding under the Torrens 
(1868) and Cross (1875) slum clearance acts.141 
Land use adjacent to central stations is also of great interest to the purveyor of railway routes 
and their influences both on domicile and business life. Kellett concluded that on average in the five 
main and largest railway cities of the United Kingdom between 5.3% and 9% of land was taken over 
for railway uses; and by definition something in the order of a fifth of central land users found 
themselves neighbours, perhaps involuntarily, of the railway companies. 142  Of these five main 
railway cities – London, Birmingham, Manchester, Liverpool and Glasgow – it is the former two that 
have the most land usage for railways, 9.0% and 7.6%, as they were both port and terminal cities. 
And of the American experience Kellett instances Harland Bartholomew’s work of fifty-three cities 
in the United States, there the average land claimed by the railways was 4.86% rising to 12.76% for 
a transfer point like Kansas City. 143 
Although railways repelled the specialised display warehouses and the new department stores of 
the 1860s and 1870s—which sought the carriage trade and objected even to street tramways—they 
attracted other land users. Places for refreshment and entertainment, for eating and lodging, and 
for retail shopping, gathered conveniently around the terminus. The lock-up shops under central 
railway arches always let readily, unlike the arches under the viaducts in the outskirts; and the 
squares or streets where the main passenger terminals were situated presented an obvious 
confluence of people and traffic, which resulted in a rising demand for sites of all descriptions 
around the stations. 144 
The Influence of Railways on Melbourne’s CBD design 
 Melbourne’s CBD is closer to the main railway stations, built when there was both a bustling 
produce market approximately half-way between Flinders Street and Spencer Street Stations; as 
well as a ‘new’ fish market on the corner of Spencer and Flinders Street West. The original fish 
market was before that time at the place we now know as Flinders Street Station; which was then 
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only located at the Elizabeth Street entrance of the station. The site of where we now call ‘under 
the clocks’ at the current main entrance to Flinders Street Station was the original fish market on 
that Swanston Street corner.145   
 
The original Melbourne fish market in 1888, on the corner of Swanston and Flinders Streets, where the 
‘clocks’ of Flinders Street Station now stand; with the railway station at the rear and with an entrance 
further down Flinders at Elizabeth Street. From Patsy Adam Smith’s Victorian and Edwardian Melbourne 
[Plate 24] 
On the southern side near the corner of the Spencer and Flinders Street West site there was still 
only a mere strip of land, where the newer version of the fish market was located and ironically the 
land is still there, as apartment blocks built on this (now) ultra-thin strip with the much wanted 
viaduct swerving past it as trains make their final approach into modern day Southern Cross Station. 
 Kellett’s study on the influence of the gravitational pull of railway stations reveals the 
following:  in Japan and Denmark Peter Scholler and Aage Aagesen report ‘influence on the 
structure of the city’ and a ‘trend towards the station for market sites’; in Newcastle, [U.K.], M.R.G. 
Conzen detects a tendency for the central business district to be drawn southwards; and in 
Portsmouth, A.E. Smailes writes of ‘significant re-centering of the town.’ 146 The Melbourne 
experience of course is much different, and after Britain the second example of a suburban railway 
line, was the Sandridge to Melbourne line, and the fact that it was built only twenty years after the 
settlement of the city, and three years after the discovery of gold in Ballarat in 1851, made the line 
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a direct route to the business activities of Melbourne; though the business of building the new city 
was the main agenda. 
The Function of Land Speculation for the Small Land Holder 
An empty house, under compulsory seizure on a trajectory of east-west in Melbourne – 
from Collingwood to Parkville, waiting on a new railway line or freeway, is not a new phenomenon. 
The following example from 1885 explores the sociological aspect of land-booming in the 1880s for 
small land holders.  
A notice to Treat (to vacate) was served in 1885 on William and John Foxcroft 147 – for the 
building of the Royal Park to Clifton Hill Railway to become part of the Inner Circle and later the 
greater Outer Circle railway. This highlights the case of William and John Foxcroft  and their 
purchase of land, namely allotments 8 and 9 of section 129, Felstead Street, in 1879, with the land 
subject to a mortgage to the Victoria Mutual Building Society for £330. And apart from the historical 
interest of this part of Melbourne (Felstead Street does not now exist) – W. S. Corker suggests that 
from his statements Foxcroft senior had prior knowledge of the route of the railway, and, from the 
other land under the name of Foxcroft between Sydney and Park Road along the route of the 
railway, one would wonder whether the land was indeed purchased for building purposes or in the 
hope of gain when the land was required for railway purposes. The land was under the name of 
William Foxcroft, builder, but his father John Foxcroft pursued the correspondence and bargained 
for the best deal from the government.  They were offered £800 for the two allotments.  Foxcroft 
senior wrote back: 
The original cost of the land has nothing to do with present value.  I purchased the land for 
building purposes and could not replace it in the City of Melbourne for less than I ask for 
compensation. In two or three years it will be worth £10 per foot.  Land is selling at the 
present £10 per foot about 200 yards off and at £9 per foot within 100 yards off.148 
 
His claim was duly considered and he was offered £600, he thought that too low, and came back 
with £725 as an offer, suggesting that for building purposes the land is perfect – splendid depth, 
grand surroundings – Royal Park, Princes Park, Colleges and University (these grounds now formally 
known as Melbourne University), tramways and other advantages. He intimates to the fact that he is 
cognisant of proposed rail routes, when he goes on: ‘...I hesitated a long time whether I should build 
on the land or where I am at present living, but not wishing to give the Railways Department extra 
expense, I built in Park Street. (Allotments 8 and 8A – section D, between Sydney Road and Park 
Road – now in The Avenue, Parkville, and now the site of a motel),’ and Foxcroft goes on: ‘...you will 
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admit had I built on the land in question, I would have been put to useless expense.’ The letter must 
have made a favourable impression as Foxcroft was offered £750, £25 more than he asked for. Of 
significance is that Foxcroft claimed he could have attained interest for five years; but the railway 
was not proclaimed until 1884. 
Map: with the Inner Circle line winding along (top of diagram) via historic Royal Park and behind the 
Melbourne Zoological Gardens.
 149 
The Roles of Significant Personalities Concerning Railways in the Boom and Bust of Old 
Melbourne Town 
The choice of significant personalities in the boom and bust of Melbourne in the 1880s-
1890s, is one of almost creative control; was a newspaperman like David Syme more influential than 
a Premier, like James Munro or the much-maligned Thomas Bent; was a first-hand documenter like 
George Meudell, who was willing to name names in his tell all book The Pleasant Career of a 
Spendthrift (1929), against the specially head-hunted inaugural Railway Commissioner for the 
Victorian Railways such as Richard Speight, more important?  A lot of names have been thrown into 
the fray, you only have to read Meudell’s book; well the first edition anyway, bef ore it was 
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expurgated, to see that these five offer a flavour of the general characteristics of the land-boomer 
era personality. 
Syme, David (1827-1908) 
David Syme, the newspaper proprietor, was born on 2 October 1827 at North Berwick, 
Scotland; the son of a schoolteacher. His early career as proof-reader, goldminer (in California and 
colonial Victoria) and road contractor (in Victoria) guided him to purchase a half share in the Age 
newspaper with his brother Ebenezer in 1857. An anti-federationist and protectionist, his newspaper 
would back tariff protection all through the nineteenth century; and Syme used the Age's power for 
a fearless and ruthless prosecution of his public policies. Never scrupling in his methods of attack 
against his opponents, he used the bludgeon as his chief editorial weapon. 150 The lives of David 
Syme and Richard Speight are intertwined for our purposes in the telling of the Outer Circle Railway 
story, in that Syme had used his position to hunt for who he saw as a profligate builder of 
unnecessary railways —thus the amazing defamation cases of 1893-4 Speight vs. David Syme (who 
was the editor of the Age, from 1856 ostensibly until his death in 1908 - with the Syme family still in 
ownership of the paper until 1983).  
David Syme was an extraordinary man, well summed up by Serle: 
this seemingly most grim and dour of Scots—tall, spare, upright, imperious, with funny face 
and searching eyes—[he] had finally achieved political power after establishing the Age in 
the face of violent hostility from conservatives in the business world. The long battle, 
following the strictest and least loving of upbringings and harsh experience on the 
Californian and Victorian goldfields, produced a combative, ruthless, emotionally violent 
man who made few reservations about means and ends. The men on the Age lived under 
iron discipline and on frugal wages. He was also a painfully shy man who was almost 
incapable of speaking at a public meeting.  It would be difficult [however] to find a more 
interesting talker, remarked Alfred Deakin, who like a few other friends found in him modest 
diffidence, warmth and tenderness. 151 
Deakin, future Prime Minister, always retained his political independence when dealing with Syme, 
and the two remained firm friends for thirty years. 152 
Richard Speight (1859-1901) 
Richard Speight, the inaugural Railway Commissioner for the Victorian Railways in 1884, was 
appointed by the Service government with Duncan Gillies as Minister of Railways, to add an extra 
rank of administration between the profligacy of the first bloom of railway mania in the colony, in 
the 1850s, and what Serle terms the Golden Age. From then on politicians were running the railways 
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and they were not above appointing staff and procuring rail lines for their own political 
appropriation.  And to paraphrase that famous nineteenth century Colony of Victoria maxim, ‘a 
railway line per constituency.’ 153  
When James Service’s government came into power in 1883, in coalition with Graham Berry 
(considered the father of colonial Liberalism by the Bulletin on his death in 1904) 154 with Duncan 
Gillies replacing Thomas Bent as Minister of Railways – another ‘expert’ railway visionary star was on 
the horizon, and that was Richard Speight, of the Midland Railway Company, who eventually arrived 
in Melbourne to take up the post of a Railway Commissioner in Melbourne on February 1,1884, 
under the new Railway Act of 1884. Speight’s expertise was unparalleled and he dominated the 
other commissioners, Alfred John Agg and Richard Ford. 155 
Beginning in the 1880s, successive governments shaped the land boom in Victoria with the 
added spur of a railway mania. The Berry Government opened the boom decade in 1880 with a 
Railways Act authorising the construction of 475 miles of new line. This was hardly a revolutionary 
move, since railways had already been extensively developed around the world, and England had 
been building underground railways from the 1860s.  
In the Franco-Prussian War of 1870, the Germans (Prussia’s allies) moved 400,000 troops to 
the French Border in 14 days by train, which gives a general overview of the economic, military and 
imminent social need of railways, which brought an imperative to railway construction in Australia 
and Victoria in particular.  
By the time Thomas Bent became Commissioner of Works and Railways in the recently 
formed O’Loghlen Government, his predecessor, J.B. Patterson had already succumbed to the rort of 
positions and promotions coming directly through the Ministry; and in fact from the Minister, 
personally. Even after the O’Loghlen Government’s defeat in the elections of 1883, ostensibly over 
railway building profligacy – Bent had already arranged a huge railway building programme.  As 
Cannon comments: ‘To pay for it the O’Loghlen government used up all cash balances in the State 
Treasury, borrowed nearly £1 million from trust funds, and incurred a further £1 million 
indebtedness by ordering enough rails for 800 miles of line, the construction of which had not been 
authorised by Parliament...’. 156  
As well Cannon argues that, ‘James Service’s new ‘housecleaning’ government (of 1883) 
introduced a Railways Management Act, which removed practically all the planning and 
administration powers from the Minister and vested them in a board of three technical experts’, 157 
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and specifically Railway Commissioners, a task that had taken over twenty-five years since the early 
Railway Construction Act of 1857, when reports from the Victorian Railways were ordered and the 
VR was merely another department under the umbrella of the Board of Land and Works. 158 Richard 
Speight, the first appointee was considered, almost a ‘railway orphan’, when he went to work, as a 
boy, for the Midland Railway Company, when his father died. Speight, was born in 1839, and was 
literally a man of the people. His father was a workman in the employment of the Midland Railway 
of England, and on his death his widow was left practically destitute. Young Speight, then a mere lad, 
was taken by her to the offices of the company, and she begged that he might be taken into the 
service, in order that ‘the wolf might be kept from the door.’ 159 He began well in Victoria; 
administration was improved and uneconomic lines were closed. 160  
As the inaugural Railway Commissioner of Victoria, it was Speight who had the job of 
implementing the Octopus Act of 1884, the Legislation being the [now] proposed building of 59 new 
lines, totalling 1,170 miles of track and ultimately the OCR. With the advent of the Gillies-Deakin 
government (In 1886, Duncan Gillies and Alfred Deakin – Australian Prime Minister after Federation, 
became leaders of a coalition government, Gillies at the head of the so-called Conservative wing and 
Deakin as head of the Liberals), which ushered in the ‘Age of Extravagance’ as a further 1594 miles 
were added, bringing the complete total to 2,764 miles of line that would be opened by the year 
that the Outer Circle finally did fully open – 1891. But all this was slowed by the next government led 
by James Munro and yet another Railways Management Bill, where William Shiels, anticipating the 
economic collapse of the land boom in 1893, said in 1891, when becoming Munro’s Minister of 
Railways, that:  ‘... the railway accounts were “literally” cooked, and that they would prove 
“financially disastrous” to the colony...’ 161  Strange bedfellows, as James Munro had been one of the 
greatest land-boomers—having speculated on land along the OCR route. Shiels went on to become a 
short-lived Premier in the following year. Even Speight had been compromised, by the cajoling of the 
land boomer politicians; hence the famous defamation trial of 1893-94: Speight vs. Syme (then 
Managing Editor of the Age), when ‘David Syme had assigned some of his most painstaking 
journalists to investigate the railways.’162 The Age had published a full list of names which showed 
since 1884 about 10,000 free rail passes had been issued to ‘distinguished visitors’, while another 
45,000 department free passes had been issued! About 400 free passes had been issued to members 
of Speight’s own household, and thousands more to relatives of M.P.s 163 
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It was announced during the Speight vs. Syme court case (1893), by the accountant of the 
Railways Department, Robert Singleton, that the final cost of the OCR was £414,270, including the 
cost of the land bought for the railway, 164 and by the time of the OCR’s opening (1890), the 
expenditure on State railways was £37 million.  Now, looking at the testimony of both John Monash 
[not yet Sir John Monash] a young supervising engineer on the building of the OCR and Mr. William 
Zeal, another engineer, during the case, we get the impression that the standards set by Richard 
Speight were profligate to them,  but that was the standard of the English railway builders. There 
were only two lines ever built in Australia to the actual highest English standard with no other than 
Isambard Kingdom Brunel, as the inspecting engineer. They were the Melbourne to Bendigo to 
Echuca line and the Geelong to Ballarat line, under the auspices of the inaugural Victorian 
Railways—then known as the Victorian Government Railway Department established as part of the 
Board of Land and Works under engineer-in-chief George Christian Darbyshire, appointed in 1856.165 
The evidence of profligacy in the case of the Octopus lines husbanded by Speight was 
centred on the extravagant use of materials for the OCR construction, in what could be considered, 
state-of-the-art railway construction – with double equipment, double lines, superior railway 
accommodation; as well as too thick ballast – with Zeal stating, during the case: 
I have lately inspected the Outer Circle Railway.  In the viaduct over the Yarra [known as 
Chandler highway to us in 2017] on this line the work was of a most extravagant and costly 
character. On the downstream side there is a footbridge which leads only into Kew Asylum 
grounds. 166  
 
Suffice to say, the bridge still stands, and is a major through-put, north/south for motor traffic 
accessing the Eastern Freeway. 
John Monash, the other expert witness, said:  
I know the Outer Circle Line intimately.  It is made in two sections, the first being from 
Fairfield Park to Camberwell, and the second being from Camberwell to Oakleigh. There are 
nine stations on the line, all of which are equipped the same, namely, with double passenger 
platforms and passenger sidings and double road approaches...’ 167  ... ‘the report for the 
year ending June 30, 1892 shows that the total revenue for the East Kew station was £52, or 
£1 per week. That would not pay the interest on the cost of construction, and so from a 
national point of view the station was not justified. 168 
And apparently at East Kew station there was no population; at Willsmere station there were two or 
three houses; and Ashburton had a population of fifty families.  That said, we still use a lot of the 
bridges to-day; Chandler Highway bridge (formerly Yarra Bridge or Fairfield Bridge, but really built as 
a viaduct), at Toorak Road near Hartwell station; as well as at Mont Albert Road, Canterbury.   
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Another extract from the same trial, directed at Richard Speight; ‘Proper statistics should 
have been obtained as to the districts through which the new railways were proposed to run, but 
Mr. Speight over and over again opened railways for people who did not exist...’ or again from the 
same trial: ‘The Camperdown to Cressy line was an example of the results which he had indicated. In 
building the lines it would be thought that proper supervision would be exercised to see that they 
were economically constructed. But as a fact, some lines were constructed by utterly incapable 
persons, whose work had subsequently to be condemned.’169 
William Zeal talking about East Kew station said: ‘Further on, three gatekeeper’s houses 
were built within a distance of 300 yards. Any engineer who wished to be economical would have 
erected only one in a central position, so that one gatekeeper could have looked after all three 
crossings. Deepdene station is made with double equipment, and there is hardly any settlement 
near it.’ He also mentions [in his opinion], the building extremes at Riversdale station: ‘...the 
Riversdale Road station has double platforms, double buildings and triple railroads, only one of 
which was used.’ 170   I can take the point of almost nil population; its sparseness boggles the mind; 
but some countries are building for the future, China in high-rise housing and Myanmar, where 
highways that have been built, some to twenty lanes— but do not have traffic on them, yet? 171This 
is considered planning for the future.  As for triple track at Riversdale Road station, that forebodes 
well for a VFTPtoTA (a Very Fast Train to Tullamarine Airport). 
The exact wording of the libel case, begun on June 5, 1893172 was, ‘Richard Speight vs. the 
proprietor of the Age newspaper, David Syme for the sum of £25,000, as damages for alleged libels 
contained in a series of articles appearing in the defendant's newspaper during the years 1891 and 
1892.’ The alleged libels are numerous, and accuse Mr. Speight of incapacity and mismanagement in 
connection with the administration of the Railway department. The defendant pleaded justification 
and fair comment’,173 but the trial would take a period of over 2 years to conclude, with a full 12 
months of trials. Speight winning damages of £100 in the first trial on a three-fourths majority; and 
in the second a unanimous verdict for the Age newspaper; but on one small point however, a 
journalist had made a technical error, and that second jury was obliged to award Speight, the sum of 
one farthing; but the ensuing court costs; Syme claimed £50,000 and with Speight’s costs of 
£12,000174, and financial ruin for Speight followed.  The Western Australian newspaper reported on 
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November 20, 1895: ‘The Full Court gave its decision to-day on the application of R. Speight, late 
Chairman of the Railway Commissioners, for a new trial in the libel case of Speight v. Syme, 
proprietor of the Age. Judgment was given for Syme on all points, and a new trial was refused, with 
costs against the appellant, Speight.’   
It was the end of a long and memorable career beginning as a fatherless protégé to the 
Midland Railway and moving up to the position of assistant general manager, and overseeing the 
infamous Octopus Act in Victoria to its complete fruition. And as Lionel Frost notes, that between 
1884 to 1890 the Commissioners surveyed 6000 miles of line, for the purpose of potential 
agricultural use. 175 He had also transferred the railway workshops from a run-down Williamstown 
premises to a then state-of-the-art complex at Newport in 1889; as well as overseeing the building of 
a grand Victorian Railways Head Office in Spencer Street by 1893 and the long awaited railway 
viaduct connecting Flinders Street and Spencer Street Stations by December 20, 1891. Speight had 
secured along the way, through a former contact in the UK, the plans of five Kitson and Company of 
Leeds locomotives, for the sum of £1000, saving the Victorian Railways valuable development and 
design costs.176 He also started work on a very ‘elaborate’ plan for a new station at Flinders Street in 
1890.  Though work ceased when Speight was dismissed in 1892, there were three platforms built 
however, that remained unused until suburban trains from Essendon, Coburg and Williamstown 
were routed into Flinders Street from December, 1894. 177 
Speight moved to Western Australia, whereupon he served on many railway enquiry boards 
and was managing director of the Jarrahdale Jarrah Forests and Railway Company. He died in 
1901.178   
A Significant Land-Boomer Premier 
James Munro (1832-1908) 
James Munro was born in Scotland in 1832, and though the son of a tenant farmer, he 
claimed clan-chief lineage through his maternal grandparent to the Clan Mackay. The young James 
Munro was apprenticed as a printer in 1848, at the age of 16. In December 1853 he married Jane 
Macdonald, and in 1858 with his wife and three children, migrated to Melbourne, arriving on the 
Champion of the Seas on 7 November. He tried his hand as a grocer, and was also not adverse it is 
recorded, at bill posting when times were tough, and his grocery business had floundered.  Drifting 
back into printing eventually, and inspired by the documents he would proof-read and print, such as 
‘building society rules’, he then began his illustrious career as manager of land-boomer building 
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societies. His first venture, the Victorian Permanent Property Investment and Building Society, in 
1865 had him at the helm for the next 17 years, well into the term of his parliamentary career. 
As a life-time teetotaller he was a natural for a career in politics on the temperance ticket, 
and it is said his type of wowserism, is basically where the term originates, as on one hand he could 
preach the gospel of an abstainer, and on the other out-filch his competitors and customers in the 
cold light of day.  In G. Meudell’s book The Pleasant Career of a Spendthrift (1929), he said of the 
type of wowser similar to Munro:  ‘...while filching money from the public they put into active 
practice their principles of Puritanism and hatred of all pleasures and its votaries.’ 179 This was true 
of all sins except the love of money.   His personal trajectory rose to ever greater heights, when he 
moved to a Toorak mansion in Kooyong Road named “Armadale” – a nod to the Armadale village 
school in Scotland, where he was educated, and eventually was the name of the suburb of that part 
of Toorak.  Suitably ensconced he began a lifelong pursuit of speculative property purchases 180 and 
as a purveyor of what Kellett describes as ‘circumbendibus railways’, a term that describes railway 
lines that increased the distances between major centres, and ignored technical considerations like 
grade, cost and safety, but enhanced the value of the land coursed. 181 
In 1882 Munro founded the Federal Bank and yet another building society of the same name 
the Federal Building Society, and again in 1887, he launched the Real Estate Mortgage and Deposit 
Bank – which bought his own speculative land sub-divisions at inflated prices. When Munro’s Federal 
Bank split from ties with the Federal Building Society it was more subterfuge to transfer capital and 
keep afloat personal speculative ventures; as well as the speculative ventures of the customers, 
most of whom, were in over their heads. But notwithstanding at this point in his career he became 
Premier of Victoria (Nov 5, 1890 – Feb 16, 1892), as the bust loomed but now with a way and means 
to stave off bankruptcy for himself and his cronies.  He is also fittingly (or not) the Premier who 
presides over the opening and closing of the Outer Circle Railway, a trifle in the thoughts of such 
men, as he had sold 30 acres of land in 1887 to the Victorian Railways for the OCR venture. 182  Now 
though he had more pressing duties, such as attempting to protect business associates – with funds 
from his own Real Estate Bank – such as F.T. Derham, the biscuit manufacturer and James Mirams, a 
parliamentary colleague and fellow ‘protectionist’ from the old days. Both Munro and Mirams were 
prominent in the National Reform and Protectionist League, and a friendship forged by their forced 
opposition by the election of the formidable coalition government of Deakin-Gillies, in March 1886. 
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Meanwhile, Munro was telling shareholders in August 1891: ‘[that] every one of the company’s 
properties [was] in splendid order. Shareholders should retain their shares and advise their friends 
to take their deposits there.’ 183 So, on the eve of the greatest land crash and eventual worst 
recession in the State’s history—this statement was tinged with an extreme amount of cynicism. It 
was said of Mirams, by Henry Gyles Turner (a fellow traveller in Spiritualism with Deakin, and 
Building Society and bank management with Munro and Mirams) that he dated this land-boom bust 
“as the day in 1885 when Mirams paid £700 a foot for a corner of Collins and Elizabeth Streets, 
Melbourne.” 184   
 
Poster advertising real estate to be sold by the son of James Munro, Donald, William James Baillieu and JJ Morrow, circa 1885. 185 
During his period as Premier of Victoria, in December 1891 Munro rushed an Act of 
Parliament through to protect himself and his associates from compulsory company liquidations. 186  
This Act – the ‘Voluntary Liquidation Act’, 187 prevented court examinations and compulsory 
suspension of land boom companies, and also enabled building societies to wind up their affairs 
without the gaze of public scrutiny. Munro was also chairman of the Royal Bank of Australasia, which 
survived the depression, and this bank was a bank started by manufacturers dissatisfied by ‘only’ 
land dealings by other banks. 188  
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When his time was up as Premier he and his parliamentarian cronies manoeuvred the ex-
Scottish-printer-grocer-billposter-banker-manager-circumbendibus-railway-purveyor-landboom-
entrepreneur-magistrate-temperance-keeper-commissioner for the 1888 Exhibition-real-estate-
agent-late-Premier to replace another ex-Premier Graham Berry as agent-general in London – 
allowing James Munro considered one of the greatest land-boomers of his generation, rivalling 
Thomas Bent himself, to make his escape though not hastily, as he lingered, waiting for Berry to 
return to make a seamless transition. A man of considerable means, he had many loose ends to tidy 
up, and ever the thoughtful persona of which side of the bread should be buttered, promised his 
London creditors that they would be fully paid back, even if it was to the detriment of the local 
lenders. 
Hypocrisy abounds in the life of one James Munro, and after being recalled from his sojourn 
from England, he actually then came voluntarily and was declared bankrupt in the State of Victoria – 
and when his insolvency was completed – he finished his days as an estate agent in Armadale, riding 
around the district on a second-hand bicycle to perform his chores. 189 
Thomas Bent (1838-1909) 
Thomas Bent’s name weaves in and out at every turn in the narrative history of Victoria and the 
Victorian Railways. His final coup was of concurrent Premier, Treasurer, Railways Minister and vice-
president of the Board of Land & Works from February 1904 to January 1909. Alfred Deakin, the 
Father of the Liberal Party of Australia; formed in 1909, as a coalition of ‘Free traders’ and 
intriguingly ‘Protectionists’,190  held the opinion of Tommy Bent: ...[that he was]the most brazen, 
untrustworthy...intriguer whom the Victorian Assembly had ever known...’191 
 Deakin in his memoir on Victorian politics also said of Bent ‘He was a kind of sober Falstaff 
in appearance, bonhomie, cheeriness, and absence of moral or any other principle. A rare manager 
of men, cunning resourceful, specious, voluble and of inexhaustible impudence he had become a 
master of the craft of snaring them.’ 192 
 Bent started out as rate collector for Brighton in 1861, by 1871 he represented this 
constituency in the Legislative Assembly until 1894 (when many land dealings returned to discomfort 
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their originators, with the land boom bubble bursting and the greatest depression until 1929 
unleashed).  It is the time when Thomas Bent was Commissioner of Works and  Railways in Sir Bryan 
O’Loghlen’s Ministry in 1882, that is most pivotal to this thesis; wherein the ‘Octopus Act’ (1884) was 
being formulated, and multi-tracked railways were envisioned, with only the imagination of  the 
participants any hindrance to their scope. The will of Thomas “Tommy” Bent, after nearing fifty years 
in public life, in 1904 to achieve the Premiership, and again be involved in Railways and Public 
Works, is a nod to the second phase of railway building that he had lived through and played a great 
part in; an era of a ‘railway line through every electorate’, with no hint of exaggeration.  Bent was 
one of the great Melburnians, though much-maligned – who had walked at the age of eleven from 
Goulburn, NSW – with his family and a bullock team to set up house in Melbourne.  
 Bent’s first foray into political life was transparent; there were no apparent secret polling 
ballots when he first ran for Council in the Moorabbin Road District in 1863, as the votes cast are on 
public record (he ran third, with 141 votes and was duly elected). Bent resigned from the Moorabbin 
Road District board in February 1865 but was re-elected in that same year in the annual August 
election.  He would remain in service as a Moorabbin councillor unbroken, until his death in 1909. 193   
In 1871 he usurped from power the original architect of the ‘Outer Circle Railway’, Thomas 
Higinbotham’s brother – George Higinbotham, later a Supreme Court judge but the veteran liberal 
was defeated by Bent in the district of Brighton for the Victorian Legislative Assembly. Thomas Bent 
then represented Brighton and Moorabbin for the Legislative Assembly for nine years, beginning his 
parliamentary career in 1880, in office under the short-lived caretaker Service government (5 March 
1880 – 3 August 1880).  We know that he was responsible after only one year into his tenure as a 
Victorian parliamentarian for voting against his then Premier, Graham Berry (3 August 1880 – 9 July 
1881) – in a no-confidence motion, paving the way for an O’Loghlen government (9 July 1881 – 8 
March 1883) —where Bent became Minister of Railways.   
Margaret Glass in her excellent biography shows that Bent was the central symbol in the 
establishment of Melbourne’s great secondary land boom, which was intrinsically linked to the 
railway boom. Bent was an advocate of the Northcote Railway concept which is a core location in 
opening up the north of Melbourne; but this was convenient because he had a vision of a railway 
from Northcote to Elsternwick via Hawthorn, and in the early railway maps of Melbourne there were 
railway spur lines criss-crossing every which way, and one nearby was Hawthorn to Barker, where 
Barkers Road meets Burke Road, now.  Also, one of the early routes devised to get goods into 
Melbourne from Gippsland proposed by Thomas Higinbotham in 1873 was: ‘From Pic-Nic station on 
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the Hawthorn line (near where it crossed the Yarra River) to Oakleigh, a distance of 7 miles.’194 Also 
notwithstanding Thomas Bent had land holdings in the Hutton Estate in Upper Northcote, and 
Elsternwick was in his electorate.  
His Railway Construction Bill of 1881 was described by the Argus as Mr. Bent’s ‘masterpiece’. 
It planned for ‘827 miles of iron way, of different descriptions; as well as, a viaduct between Spencer 
Street and Flinders Street.’ 195 His advocating for the 66 lines in 55 constituencies in the Bill,196 was 
the epitome of political pork-barrelling, as no-one would vote against such a Bill, and Tommy Bent 
had the railways that would suit his land-holdings; as well as the coup de grace that paved the way 
for him to become Speaker, and in the new century, Premier.  
In 1882, Mr Fincham, MLA described Bent as: ‘this great amateur engineer presiding over 
the destinies of the Railway department.’197 That he rode roughshod over most legal and ethical 
requirements in his career as a politician – shows the colour of the era – wherein he eventually takes 
the Premiership from 16 February 1904 to 8 January 1909, and on retirement (and death in that 
same year) he had spent nearly fifty years in public life from 1861 to 1909; twice Railways Minister, 
though the second time, he possibly thought all his dreams had come true, when he became 
Premier, he allowed himself the roles of both Treasurer and Railways Minister. 
 
From The Australian Poster Book (1974) 
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George Meudell – documenter of the Boom and Bust – (1860-1936) 
George Dick Meudell was a first-hand documenter of the collapse of Melbourne’s land 
boom, and the depression that ensued in the 1890s. He was the author of the scandalous The 
Pleasant Career of a Spendthrift (1929) a unique book, which only seemed to have had a print run of 
974 copies,198 but later versions were expurgated with a false description as a ‘second impression’, 
under pressure from two mentioned characters from the book, J.M Gillespie at the time of 
publication chairman of Robertson & Mullens (the book’s main distributor) and Theodore Fink, then 
chairman of the Herald. George Meudell was born in Bendigo in 1860, the son of a bank manager, 
William Meudell, and the son would work under the famed Henry ‘Money’ Miller who was a co-
founder with Dr. Black of the Bank of Victoria. He is described by Cannon as a company promoter, 
stockbroker, and the intimate of millionaires, charity worker, oil searcher, and colourful writer. 199 
His firsthand account holds the mirror nay spotlight to the land boomers of the 1880s, their 
formidable intermingling and their ‘secret compositions’,200 via numerous land banks. His expose of 
the land boom and bust from personal notes is without equal, and to think that a mere less than a 
thousand books were printed, and that under pressure it was abridged to hide the secrecy of how 
great families and men gained their wealth, is a testimony that needs to be emphasised.  His first 
edition account reads true, and Cannon’s investigations, show: - ‘[I have made] extensive enquiries 
among people who knew Meudell well, [and the] unanimous verdict was that Meudell was honest.’ 
201 Unexpurgated prose descriptions taken directly from Meudell’s book portray the land boomers as 
an entwined group, with the main characters weaving in and out of the financial plots; whether 
Premiers like Berry and Munro or future Premiers like Bent, or again bank managers who would 
borrow from other banks and declare a dividend with those funds for their own bank.  The excerpts 
from Meudell’s expose go to the character of the man and the men he knew, personally.   
Notwithstanding on his death in 1936, Grant Meudell, George’s brother and executor gave some 
trivial documents to public libraries and destroyed the rest, including the remaining copies of the 
first edition.202 It could be concluded, therefore, that so many were involved in land speculation that 
someone (Grant Meudell) had to destroy the evidence. Or as George Meudell would say himself: 
‘such was the policy of hush and secrecy.’ 203 
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Meudell points to the fact that the creation of Victoria’s land boom was fashioned by the then fifty-
six building societies operating in Melbourne, in the 1880/90s. He has some very unkind words for 
the puffery and chicanery they displayed:  
The directors and secretaries of the building societies in Melbourne in 1886-91 were in a 
class by themselves. All of them were earnest temperance workers, and therefore abjured 
alcohol, wore black broadcloth clothes... Their ignorance of the ordinary rules of lending 
money (miscalled finance) was colossal. The big idea in those unlettered days was that every 
citizen should own his own home and buy it on building society tables, most of which were 
actuarial swindles. 204  
 
Meudell was a direct collaborator in the land boom and bust; in the following passage he talks about 
noted land-boomers B.J. Fink and G.W. Taylor: 
When I was assistant manager at the Mercantile Finance and Guarantee Company, I wrote a 
good many prospectuses of companies at the behest of B.J. Fink.  The most splendid 
specimen of the art of imagining the basis of the prospectus ever perpetrated in Australia 
was my draft of the Australian Assets Purchase Company, capital, £5,500,000, to take over 
and liquidate the landed properties in houses, cottages, farms, suburban subdivisions, city 
lots, blank broad acres held by the late G.W. Taylor of Prahran, one of the most notorious 
land boomers. It was a rare farrago of high-priced rubbish, and every title or option had 
been mortgaged to a bank, a building society, or to a life assurance company.  Our company 
held a bundle of equities of redemption. G.W. Taylor went up to London before the scheme 
materialised and the Board of Directors, all well-known men of the time, let the Australian 
Assets Purchase Company slither to oblivion. [I] saw Taylor in Cornhill, London, in 1895 and 
had a hearty laugh when he unfolded a scheme for securing emigrants in the United 
Kingdom to send in here to settle on orchards and bee farms in the suburbs of Melbourne, 
especially on the Glen Iris line ! G.W. Taylor was once Mayor of Prahran, a council celebrated 
in those days as a graduation college for land boomers, a most amusing type of speculator, 
who were nothing, knew nothing, and had nothing. 205 
 
That land boom archetype B. J. Fink on the other hand, who started as a piano salesman, bought out 
the company and much like Myer in the twentieth century, turned the business into 2 ½ acres of 
floor space in Elizabeth Street, and was described by Meudell as the ablest of all the land boomers:   
 
Benjamin Josman Fink, MLA for Maryborough, who before the boom began was practically 
king of the furniture trade of Melbourne. Fink began work as a boy in Maurice Aron’s 
furniture shop in Elizabeth Street, known as Wallach Brothers. B.J. played the piano divinely 
and his job was to produce music from ten pound German pianos to sell them to 
suburbanites for forty to fifty pounds. Fink sold pianos as other men sell crayfish and 
peanuts, quickly and easily. When the boom opened he was interested in the five leading 
furniture shops of Melbourne and was worth £250,000, solidly and unencumbered. He was 
making £20,000 a year, and why he went into the land boom cesspit is not understandable. 
B.J. Fink was a subtle, astute man of business of more than ordinary capacity, as sagacious as 
he was audacious, a man of vivid imagination and of restless energy in carrying out his 
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schemes. He should have stopped outside the boom vortex and when the smash came he 
might have gathered in four or five million pounds’ worth of goods and properties. Instead 
he compounded with his creditors for £1,520,175, having assets worth £500,900, and paying 
a dividend of one halfpenny in the pound. Of all the financiers I have met in Australia or 
abroad, B.J. Fink was easily the cleverest of them all. 206 
 
          It was clear why Fink went into land-booming; his Mercantile Finance Company Ltd. would 
proffer dividends of 40 and 50 percent and shares at £7 premiums; and a gullible public poured 
millions into the business, the money in turn was used to buy land, to finance Fink’s other interests 
and lend money to other speculators.   Cannon declares Fink’s debt was slightly more:  ‘...on 21 
September 1892 B.J. Fink met his creditors and presented his forlorn balance sheet, showing debts 
of £1,520,000.  To this figure should be added another £310,000 owed to the City of Melbourne 
Bank, but secretly written off.’ 207Cannon alludes to ‘cross-financed and cross-guaranteed 
multifarious enterprises, building an empire on the shifting sands of unsecured credit.’208   
Meudell believed that the Service-Gillies Ministries, who floated £16,000,000 of loans in 
London, ‘did more harm financially to Victoria than all the other Premiers, since responsible 
government, added together.’209 He speaks of how land boomers compoted (as it was termed) their 
losses together at the end of the boom and paid at most a penny in the pound of their debt; though 
some of a more reputable character would offer 2 shillings in the pound, like Thomas Bingham 
Muntz a director of the spectacularly failed Mercantile Bank (not to be confused with B.J. Fink’s 
Mercantile Finance Company Ltd.) At the height of the 1880s land boom of buying land in the 
morning on no security and selling in the afternoon by utilising promissory notes due for both 
vendor and purchaser.  These promissory notes to be paid at a future date that were multitudinously 
passed on and by the time the bust was upon the Colony in 1893 – never paid, was the common 
practice. In this account for his tell-all book, written in part in London, Meudell recalls,  
[I] met a man in Elizabeth Street in 1891 who was manager of a soap and candle company. 
He said, ‘Bought a two-story building in Flinders Lane this morning for £37,000, and just sold 
it for £56,000.’ While I stood and laughed merrily his face fell and became with gloom 
overspread. “That works out at £1000 a foot and you sold it at about £1500. How cynical,” I 
guffawed. That gambler had ultimately made a composition of £68,293 with his creditors 
and promised them one penny in the pound, which he never paid. 210 
 
Also Meudell’s firsthand account of Thomas Bent, attests to a favourable description of his 
character; and as Thomas Bent’s death preceded the publication of Meudel’s book by twenty-one 
years, it is not that he was attempting to garner favour:  Thomas Bent, an ex-Speaker and an ex-
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Premier of Victoria, was another celebrity who made a lot of money dealing in land. As secretary to 
many meetings where big deals were discussed amongst the big city financiers, I saw a good deal of 
Tom Bent, and I never heard him suggest any sharp practice or propose anything dishonest. 211 
Notwithstanding Bent’s dealings with gravel from his quarry paddocks; land for railways when 
needed and even ‘500 acres of land alongside the Yan Yean Reservoir’. 212 And during the land-boom 
zenith of the 1880s, Bent’s sub-divisions numbered thirteen and his company directorships – 
fourteen. The last word on Bent, however, should go to Archdeacon Hindley who delivered the 
oration at his funeral: ‘while we may not praise, we may thank God for whatever good was done by 
him.’ 213 
The expansive run-down system Victoria inherits to-day was by 1873, 456 miles of railways; 
and by 1931 had expanded to a total of 4,514 miles of government track. 214 Minor additions were 
made until 1942 when the maximum of 4,766 miles was attained. The railway fever that had such a 
powerful effect on the new colony, helped create our wealth, but these main personalities in the 
railway boom of the nineteenth century created our Victorian Railways Department debt, from 
borrowings on the London loan market, still apparent up until the 1950s. 215  
The land boom and banking collapse was also gloriously pinpointed by George Meudell, with 
the boom, in his opinion, begun by the Service-Gillies Government in 1886, when they brought in a 
bill to borrow £20,000,000 for alleged reproductive public works. It ended on  Sunday, 30 April 1893, 
when J.B. Patterson, the then Premier of Victoria, and G.D. Carter, the Treasurer, lost their heads 
and issued a Government Gazette declaring as bank holidays, Monday, Tuesday, Wednesday, 
Thursday and Friday, 1 to 5 May 1893. 216 And a rush on the banks ensued. 
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Chapter Four  
 The Motor Age and Planning for Melbourne’s Future 
The Seduction by Motor Carriage and the Americanisation of Australia’s Transport Future 
‘By 1960 Australia had the fourth highest per capita rate of car ownership in the world’. 
Freestone, R. (2010) 
Hollywood might have consistently shown what side had won the Second World War – but it 
was advertising, the free market and the private sector that decided what the future of transport 
would be... ‘Socialists looked forward to a time when public transport would be improved so that no-
one had to stand or wait.’ 217 For Australian Liberal voters public transport was associated with 
regimentation and discomfort. 218  They craved the independence, privacy and mobility of the 
automobile. But of course car travel now can be dangerous, where one second’s lapse on a freeway, 
can prove disastrous. It is extremely regimented and discomforting waiting at traffic lights, now 
placed into the infrastructure at all intersections, and the mobility aspect has led to obesity 
problems in the community; wherein, exercise for the simplest task, is forgone. Or as Davison puts it, 
‘Liberals were originally attracted to the car as a freedom machine, a physical embodiment of the 
principles of free movement and individual choice.  Mass motorisation promised to universalise 
those freedoms. But in the process it created an urban environment that frustrated the very 
freedoms they sought to promote.’219  Buxton et al categorise Melbourne’s public transport choices 
into the following subject matter headings; problems, quality of life and social inclusion, 
environmental and health impacts, economic consequences, usage and investment choices. 220 They 
point to the fact that Australia, Canada and the US have the lowest sustainable transport rates [but] 
figure in the world’s top four obesity rates. 221 They also state, that ‘reducing car use reduces 
pollution from car exhausts, which affect rates of asthma, bronchitis, leukaemia and lung disease.’ 
222  The coming of the freeway and the rise of automobilism and the history of Melbourne’s freeway 
systems are linked inextricably to the road engineering movements on the West and East Coasts of 
America; especially that of the futuristic model of Los Angeles, with no fewer than two prominent 
road engineers from that city discussing their beneficial aspects in seminars in Melbourne in the mid 
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twentieth century. 223 And with this evolution of environmental causes by 2017, we now have the 
reconsideration of speed humps in the UK, because of the exhaust fumes created by the stop-start 
approach to a speed hump.224 
W. McCormack was successor to W. Calder as chief of the CRB (Victorian Country Roads 
Board) and both were American highwayophiles completing inspection tours of the ‘promised land’ 
in 1937 and 1924, respectively. McCormack’s sage advice was that high/freeways should, ‘follow the 
lines of Nature’ and that ‘...traffic was a phenomenon akin to the flow of rivers.’ And in 1951 Keith 
Healing of Healing Electronics reported back on California’s highways as the ‘asset that should not be 
restricted’; 225and by 1954, Len Frazer Melbourne City Council’s deputy city engineer returned from a 
USA tour, convinced of the need to increase the flow of American expertise. This culminated in 
Kenneth and Baillieu Myer – who were long time advocates of car-culture and its place in large retail 
shopping systems – even sponsoring a scholarship, in the early 1950s, to send an Australian engineer 
to the Traffic Engineering course at Yale University. 226  And C.E. Clements (RACV – Royal Automobile 
Club of Victoria, chairman) opens the car wars debate with the comment in 1959, that: - ‘The trend 
to-day is toward car travel.  Car numbers will increase tremendously in the next few years and force 
trams, economically and physically, off the road.’ And it is well that we consider railways had also 
not run at a profit since 1945. 227 
In 1953, Norman Myer as president of the CDA (City Development Association) invited the 
chief planner of Los Angeles, Charles Bennett to Melbourne to wax lyrical on the coming of the ‘age 
of the motor car.’ And with the comments ‘[that] the vital need for planning ... became clear with 
the coming of the automobile age’ and that, ‘...the car is here to stay...and there is no point 
whatsoever in legislating to restrict its activities...Our cities must be built around the necessity for 
the car.’ 228It was becoming apparent, that the future direction of Melbourne’s transport 
infrastructure was being manipulated, by Australia’s capitalist merchants who wished to cultivate an 
American-styled shopping mall experience, for their customers. Which was analogous to the 
nineteenth century ‘merchant communities capturing maritime and railway traffic’,229 and the land-
booming politicians manipulating railway lines towards their estates.  
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And then in the very next year the RACV and the CDA invited D. Grant Mickle, a traffic 
engineer from the Automotive Safety Foundation in Washington and a former consultant to the City 
of Los Angeles, who added to the car wars, with the following comment: - ‘all large American cities 
that were beating traffic tangles were getting rid of trams.’230 
Victoria tried to protect its railways by banning heavy haulage by motor truck in 1934,231 and 
that ruling said in part: 
A proportion of the traffic in the more profitable commodities which unquestionably would 
otherwise have been diverted to road transport was conserved to the railways. At the same 
time, the losses due to the unregulated and uncontrolled road competition were of most 
serious dimensions, probably amounting in respect of the goods traffic alone to at least 
£4oo,ooo. We are convinced that the popularity of road transport is not due to failure on 
the part of the railways to give satisfactory service, and that in the case of goods especially it 
is almost entirely attributable to the undercutting of our charges for certain selected classes 
of commodities, i.e., those bearing the higher rates in the railway classification. In this 
respect the railways are placed at a disadvantage by the service which they render to the 
community generally, and which in particular is essential to the existence of primary 
producers, in the carriage of primary products and other goods of relatively small value at 
exceedingly low rates. 232 
 
In fact transport of groceries remained regulated to the advantage of the Victorian Railways until 1 
July 1980. 233 
The Importance of the Myer Family in Australia’s Transport History 
The Myer family empire was initially an underwear enterprise begun in Melbourne’s historic 
rag trade thoroughfare Flinders Lane, in the early twentieth century, then moving to Bendigo in 
central Victoria – which became a travelling drapery and general merchandising business around 
country Victoria.  The founders of these enterprising endeavours were Jewish émigrés Sidney and 
Elcon Myer, who had emigrated from Russia in 1899 and 1897 respectively. By 1911, they had 
purchased the building that has been the flagship store for Myer Emporiums since, in what is now 
Bourke Street Mall, adding the Lonsdale entrance store in 1925, and many more including one in 
Ballarat in 1918. In mid-1919, Sidney Myer went to the United States to study retailing; thus 
beginning a long association by the family with the United States of America. 234 
Paul Mees says that when Sidney Myer opened this department store next to the General 
Post Office in 1911 he was hailed as a visionary or eccentric, since most people shopped in suburban 
centres such as Smith Street, Collingwood, and Chapel Street, Prahran. Retailing centralised in 
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between the wars, as competition from Myer forced suburban department stores to relocate to the 
CBD, Melbourne retained over a dozen significant suburban shopping centres by the end of World 
War 11, four of which (Camberwell, Collingwood, Footscray and Prahran) included department 
stores. 235 
In 1954 Myers had been one of the first retail businesses to build off-road parking for their 
city customers, having recognised early the power of the motor car in modern retailing – with a 300 
place off-street parking lot. And by 1957, with the definitive coming of the ‘age of the motor car’ 
Myers, as it is colloquially known, was ready for their first suburban venture. 236 
To further the Myer brand, family scions Kenneth and Baillieu Myer originally purchased 
land on the corner of Blackburn Road and Burwood Highway which was later sold to G.J. Coles to 
open the first Kmart in Australia. They then settled on an ex-convent’s grounds near Warrigal and 
Dandenong Roads Chadstone, a site specific to a commissioned study, that: surveyed traffic flows 
and residential development and concluded that this area – located 20 kilometres from Melbourne’s 
CBD, at the threshold of the city’s main eastern development corridor, had more than 400 000 
people living within an 8 kilometre radius, and 66 percent of those households owned a car. 237 This 
epicentre was on the corner of Dandenong and Warrigal Roads, bordering on Oakleigh, Chadstone 
and Mount Waverley with quick thoroughfares to new estates in Mulgrave, Rowville in the east and 
the established beach-side suburbs of Cheltenham, Parkdale and Mordialloc to the south. Ironically 
the land chosen for Chadstone Shopping Centre bordered on the Outer Circle Line. 
Premier of Victoria Henry Bolte opened Chadstone Shopping Centre in October, 1960, after 
it had taken only 20 months to build; standing on 30 acres and providing parking for 2500 cars. 238   
 The target audience, Davison and Yelland contend, [was] ‘a customer who had scarcely yet 
appeared on the Australian urban scene, the motoring housewife. Since women do most of the 
shopping Chadstone is planned and geared for women’s needs’,239 a contemporary observed. ‘Mrs 
Suburbia can drive into the ‘centre’ after the morning peak hour with her under-age school children 
and the family dog.’ 240 Now it is more like a morning’s work trying to traverse the car-park.   
The Chadstone promoters, as a journalist calls them in S. M. Barber’s book Your Store, Myer 
claimed, ‘Australian women have never before had the shopping benefits of American Women...and 
that Chadstone is the beginning [of change].’ 241 The original shopping Mall designed by an Austrian 
immigrant to the USA, Victor Gruen, tried to emulate the European town market square in a 
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suburban US setting, with cars parked outside and pedestrians free to wander around inside. Gruen 
later regretted their design, feeling they lacked community. 242 
The ideology of the Myer family was that individualism, and not socialism was the natural 
creed of post-war Australia; and that the Myer family advocated and built shopping centres to 
coincide with the major expansion of the motor car and the shopping habits of the population – 
especially that of the growing trend towards the female driver, utilising the family car during the 
day, after dropping off her husband at the local railway station and her children at school. 
 ‘In 1949 Robert Menzies’s Liberals, rather than Ben Chifley’s socialists, best captured the 
aspirations of an Australia tired of wartime controls and eager to embrace the freedom of the road,’ 
is Davison’s observation on a 1949 Bulletin cartoon, in the year when Robert Menzies became Prime 
Minister, for a second time, after his wartime defeat. 243 
It would be an inevitable finale for car-culture over public transport, and the Myer family 
were at the head of the charge; as Lee states: There were no Sunday Trains at all outside Melbourne 
from 1941 until 1953;244  and Lee further asserts: 
While the war had resolved one ideological contest, another was emerging. For some, 
victory was a harbinger of a new society, based on communal values and steered by a strong 
state which determined economic and social relations. For others, what victory had secured 
was personal freedom.  Urban transport operations and policy became one of the many 
fronts on which the struggle between these competing visions of the future was waged.  245 
 
If there was ever any doubt, that the motor car would win the public’s heart and mind over public 
transport, Davison reminds us that: 
The contest between private and public transport was also a class question.  Public 
transport was patronised, as well as owned, by the people. Defending the train and tram 
against the car meant upholding the interests of the majority who could not yet afford 
cars...the motor lobby and Liberal politicians invited Labor to support taxation and pricing 
policies that would hasten the advent of mass motoring.  246  
 
That the inner suburbs were working class suburbs and that they were more likely to be 
using public transport, points to this age of mass motoring being an age of rampant surbanisation, as 
the railway builders of the United Kingdom before them, drained the working class suburbs, and 
then transported them back to the same places on a daily basis, for work.  Much the same can be 
said of the advent of mass motoring; draining the inner city of the population and then building 
freeways for the same section of the community to come back to the CBD and environs for work.  
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 Map from Mees, P. A Very Public Solution p. 188 
 
Freeway vs rail 
The phenomenon known as gridlock brings freeway and highway traffic to a halt for long 
periods. 247 Melbourne has witnessed such events when the Westgate Bridge Freeway has been 
closed due to catastrophic motor vehicle accidents or policing manoeuvres.  
Freeways usually lower the value of much land along their routes and disperse commercial 
developments to their ends. They are favoured by shopping malls, transport companies and 
consumer goods distribution centres at their termini. 248 
Rail Systems, on the other hand, increase land values all along their routes, and concentrate 
commercial development (and compact housing) around stations. 249 Rail systems therefore cluster 
development and freeways disperse development. Value Capture, a term used by Newman et al in 
1992, and brought to the fore in the twenty-first century by the Prime Minister Malcolm Turnbull in 
2016, to prove his enlightened approach, is described as ‘the ability of rail systems being able to 
increase land values as a way for paying for new rail systems, by encouraging the joint private 
development of the rail system and associated commercial and residential projects.’ Projects such as 
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Centro Corporation’s shopping complex at Box Hill Station and the Nightingale apartment block on 
the long-dormant former railway land next door to Fairfield Station, and the YarraBend Estate 
building project, on the former Australian Paper Mills site is Value Capture at its best.  As Newman et 
al say: ‘”Value Capture” allows both developers and government to earn money from the increased 
value of land along the [rail] corridor... and it ensures that higher density and mixed land use get 
built into the planning of the rail system from the outset.’ 250  
 Ergas and Pincus in 2015, reflecting on the nineteenth century, also noted: ‘...the primary 
justification for investment in infrastructure – especially rail – was to ‘unlock’ the value of the 
abundant land resources.’ 251 
 
 
‘Causing a nostalgic stir’ before demolition of the last private house standing on the Australian Paper Mills site in Alphington, 22 July, 2017  
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The Toronto Example 
 
 
                                                                                                                  Map from Mees, P. A Very Public Solution (2000), p. 189  
 
Toronto’s exemplary performance as a contender for the ‘World’s Most Liveable City’, fourth in 2015 
behind Melbourne, Vienna and Vancouver 252had begun back in 1954, when it defied the world trend 
away from public transport, and opened a major downtown subway line:  
[from] ‘...1950 and 1980, with strong local commitment, Toronto went against the North 
American tide, and opted for increased population density and a better public transport 
system.  At the same time, US and Australian cities were closing down their tram systems, 
Toronto opened its first subway line in 1954 and extended it three times in the next decade. 
Not only did the central business district prosper, but new sub-centres sprang up around the 
stations on the subway network. Falling public transport patronage was reversed. [The] land 
around the subway stations became valuable, and developers took advantage of it to build 
high-density apartments and commercial developments.’ 253 
 
Newman and Kenworthy’s study of Toronto points to the main theme of this thesis which is 
the debate over public transit vs. freeways. Newman and Kenworthy noted that ‘increased 
population densities’ are the key to public transit success. 254 It is their contention that increased 
population densities will negate the environmental damage created by the over-reliance on the 
motor car. But the late Paul Mees, was not convinced that higher density living would necessarily 
transpose to more public transport usage, he instead looked to differences in transport policy and 
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operations, suspecting that these played a much greater role in transport behaviour than previously 
assumed. 255 Paul Mees plainly was sceptical that ‘density measures or other land-use policies [had] 
the power to turn around the tide of automobility.’  He further declared that even, ‘the very best 
urban planning will not force people to use public transport services that are plainly inadequate.’256 
Whatever the merits of the population density issue, a second-rate transport system, is what 
advocates of automobilism have always relied on, to further their agendas. The Toronto example is 
further explored by Mees in 2010.257  Comparative to Melbourne, Toronto has less of a rail system 
including stations; but, has a 76% to a 10% usage of feeder services to the stations by bus or tram. 
Clearly Toronto’s overall transport planning system is superior.  And it is because the bus and tram 
feeder system links so well to the train system, and runs every five minutes or better, until 1:45 am 
seven days a week. And the buses every ten minutes, until after 1:00 am, every day of the year. As 
Mees states: ‘Without a functioning feeder bus network, Melbourne’s rail system mainly relies on 
walk-on custom, which is insufficient to support high all-day frequencies or even staffed stations,’ 
and he also notes that Melbourne buses do not utilise transfer efficient coordination, but ‘meander 
in a vain attempt to avoid transfers by directly linking as many origins and destinations as possible.’  
And there is another reason why Toronto Transit Commission’s (TTC) system is so successful, 
compared to Melbourne’s. Notwithstanding, when the TTC became the managing agency of Metro 
in 1954, the year the Yonge Subway opened, ‘the suburban bus firms were bought out and the TTC’s 
pattern of comprehensive service expanded to cover the entire urban area.’  258 And our city 
planners had agreed in principle almost simultaneously in a MMBW report in 1953, that ‘if the public 
transport system is to play its proper part in the essential movement of people and goods, there will 
have to be effective coordination of all forms of surface transport, trains, trams and buses.’ 259 
Toronto however implemented their public transport plan, and Melbourne did not. Though public 
transport in Toronto has never climbed back to its peak in 1988, its long success lay with one simple 
policy, ‘providing comparable service levels across areas of differing urban density, each major 
expansion involving a foray into territory where densities had previously been regarded as too low 
to justify a high-quality service.’ 260 
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The Fremantle example  
Perth rail system diagram: courtesy, Transperth (W.A.) 
In Fremantle in 1991, a $75,000 traffic-calming study and a regional transport study were 
commissioned, to find solutions to the area’s traffic problems, by the promise of scrapping two 
major highway reserves. 261  This was a continuation of a process started in the 1970s, after the local 
community demanded that heritage buildings and public spaces be kept, a la The Rocks in Sydney.  A 
local cafe had created a precedent by serving the Italian liqueur Sambuca with three coffee beans on 
tables and chairs in the street, which grew into Fremantle’s cafe culture of to-day. 262 A freeway was 
stopped, road widening cancelled; as well as heritage buildings restored, footpaths widened, bike 
paths built and the Fremantle rail service restored and electrified. 263 The fight for rail into Fremantle 
and the overall north/south rail expansion in greater Perth was led by a Fremantle councillor in 
1979, Professor Peter Newman, who with Jeffrey Kenworthy are internationally renowned for the 
study of the compact city. 264  In Newman & Hogan’s report commissioned by Murdoch University, 
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Western Australia, in 1991, they speak of three city types, the walking city, the public transport city 
and the automobile city. Planning for the automobile city of the twentieth century has encouraged 
spatial development that makes all travel distances longer, and decreases the viability of public 
transport; and in turn, makes distances too long for significant walking and bicycling. 265 And of 
course this leads to more gasoline consumption which is 70% higher in automobile cities, than it is in 
public transport cities.266 So it follows, as they state, ‘automobile cities are extremely low in density 
[and] the trend is to ever lower densities with outer suburbs and exurbs spreading the city further 
out.’ 267 In their conclusion they specify the ‘fundamental importance of density to transport 
planning is clear and the need to ensure there are alternatives to the automobile suggests certain 
density goals should be basic to transport and urban planning.’268 Though Mees contends: ‘Public 
transport can compete with the car in dispersed urban environments...services must be flexible... 
[and]...match the ‘anywhere to anywhere’ service offered by the car.’ 269In 2015 Perth was awarded 
the seventh spot, as a World’s Most Liveable City, just after Adelaide so their planning department 
can be congratulated, with the implementation of their transport vision to reality, and connecting 
the port city of Fremantle to alternative transport modes, other than the motorway. No State, 
however, can compare with the studies brought forward by the State of Victoria – there have been 
thirty-five planning documents since the 1920s.270  The following section discusses some of the most 
influential of these. 
Melbourne Metropolitan Transport Planning – the 1950s and 1960s 
The forerunner of most of Melbourne’s road planning proposals was under the auspices of 
the MMBW (Melbourne Metropolitan Board of Works) with the Melbourne Metropolitan Planning 
Scheme in 1954; though many conferences had been held in previous years, on the effects of the 
motor car on the city’s population between the wars – this plan was the definitive blueprint, and 
much public land that was put aside for the future use of roadways, was from this proposal.  
There had been reports originating in the nineteenth century with one commentator 
describing the analysis by the Melbourne Lowlands Commission (1873), as the first town-planning 
report. This commission was charged with finding the best location for noxious industry so that ‘each 
locality should have the power of deciding for itself, whether it [would] admit them or not.’ 271 
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 In 1929, however, the Metropolitan Town Planning Commission pointed out that there was 
no over-arching body for the main metropolitan roads, and each municipal council was solely 
responsible for all the main and local roads within its territory, for all that time (1929- until research 
began again in 1948- and then again in 1954—when the Melbourne Metropolitan Planning Scheme 
was implemented) there was only the Country Roads Board, who by definition, only had authority to 
the perimeter of the city (defined by the limits of the Melbourne Tramway System). 272 In those 
times as motor traffic increased, pedestrians would weave through city traffic to cross the road, and 
this would include, housewives and mothers shopping and school children on the way to school.  On 
the outskirts of Melbourne, indiscriminate subdivisions meant that these same housewives and 
mothers shopping; as well as, school children would have to traverse boggy quagmires to accomplish 
their daily tasks, as there were few amenities, and some subdivisions’ roads were mere dirt.  
According to the report, based on the 1947 census, Melbourne at this point, was approximately 680 
square miles in diameter (calculated from the Melbourne Metropolitan Planning Scheme’s complete 
aerial photography of the city of Melbourne, in 1954) and 60% of the factory work was within three 
miles of the G.P.O. (General Post Office); with 20% of the population in that area, and ⅔ of the 
population living in the Southern or Eastern suburbs. 273 
 Much fanfare was given to the Los Angeles-styled flyovers modelled and discussed for St 
Kilda junction, as this was the age of plans for a split level CBD – as depicted in the RACV magazine of 
1965 wherein trams, commercial and delivery vehicles laboured at present ground level; and in the 
north-south region – parking for the public, and in the east-west – taxi stands. On the second level, 
were ‘moving’ footpaths and entrances to shops, offices and theatres.274 
 The 1954 report was a great advocate for public transport and addressed the growing 
problem, which is still a pressing one:   
While the private motor car is a great convenience and often saves much time, it is a most 
inefficient way of moving large numbers of people. In proportion to the number of people it 
carries, a private motor car takes up far more space than do public transport vehicles. 
Therefore, the greater reliance that is placed on private motor cars the more costly will be 
the road communication system and the more difficult the problem of accommodating the 
stationary motor vehicle. 275 
The public transport section of the document reveals plans that are relevant to my research, as 
follows: “North-South Rail Link”: 
‘The Railways Department considers that it will be necessary at some stage to make a direct 
rail connection west of Spencer Street Bridge between the Spencer Street goods yard and 
the Port Melbourne line. Besides facilitating handling of goods traffic, such a link would 
enable trains to be routed from the northern suburbs direct to Fishermen's Bend and 
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neighbouring areas in Port and South Melbourne, thus helping considerably the movement 
to this area of workers living in the northern suburbs. A short connecting link between the 
Heidelberg line near Westgarth and the little-used line at North Fitzroy would also facilitate 
the movement of workers from the north-eastern suburbs to the industrial areas 
immediately south of the Yarra, and in conjunction with the City Underground Railway 
would provide an alternative route for travel between these suburbs and the city. No 
reservation has been made, however, for this purpose because this connection will involve 
not only the resumption and demolition of buildings, but also problems in railway 
construction and operation. The precise route, therefore, will require detailed consideration 
by the Railways Department.’ 276 
 
As we see, there was a plan for an Underground loop, encircling the city but, no provision 
had been made for the entire project, and to-day we have the industrial areas immediately south of 
the Yarra – as the trendy and multi-storied Southbank area; only the underground loop has been 
enacted – and finally opening in 1981, which was brought about because of the disgorging of 
passengers from Flinders Street at an unsustainable level during peak travel times. The Liberal Bolte 
government who held the purse strings from 1955 – 1972 (7 June 1955 – 23 August, 1972), while 
Melbourne’s population had grown by a million or 40% more people in that time, did not have the 
political nous or the forward thinking to build the underground loop. In the 1970 elections, however, 
the pundits had recognized that the issues of education-conservation were now also the issues of 
the traditional Liberal voters.  So the proposals that were canvassed for the election were in fact, the 
underground railway, increased expenditure on education and a Victorian Pollution Control 
Authority with complete powers to prevent pollution of water, air and land. It was Bolte who 
famously said of pollution, ‘that the wind would blow it away.’277 Blazey points out that the 
underground loop was a project Bolte had been resisting for fifteen years because of its expense and 
because he feared rural resentment. 278 
 When the 1961 Metropolitan Street Service Study by the Traffic Commission Victoria, came 
into reality as the 1969 Transportation Plan it was an era dominated by the right-wing politics of the 
Henry Bolte government, and it would become what historians and author J.M. Thompson in Great 
Cities and their Traffic describe as ‘clearly ... a highway plan, not – as it is called – a comprehensive 
transport plan.’279 In the final wash-up of the plan’s recommendations, of 320 miles (510 kilometres) 
of freeway for metropolitan Melbourne, as well as extensive railways, including the underground 
loop and three new lines, one to Doncaster, one to Rowville and connecting Dandenong with 
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Frankston. With the complete railway lineage not built from this plan being as follows: Victoria Park 
– East Doncaster line; Huntingdale - Ferntree Gully extension - Rowville Line and the Dandenong - 
Frankston extension. Despite the majority of the printed material of the Melbourne Transportation 
Plan being devoted to non-car transport, 86 percent of the projected budget was eventually 
allocated to roads and parking, with only 14 percent to other forms of transport. 280 
 From the land boom period of a railway in every electorate, and the shenanigans of 
nineteenth century politicians ‘working’ the system; to the first navel-gazing exercise on roadways as 
per town planning in 1929, Melbourne’s road-plans for the future have been extensive. They began 
with what was called [a] ‘Plan of General Development, Melbourne’ by the Metropolitan Town 
Planning Commission (1929); the six-year project of the Melbourne Metropolitan Planning Scheme 
concluding for submission in 1954, and then the 1969 Melbourne Transportation Plan, which began 
in 1961 with men in white coats peering into parking lots and roadways around Melbourne under 
the title of Metropolitan Street Service Study. Melbourne’s modern roadway system is a superficial 
adjoining of endless circular roads that lead either to the CBD or Tullamarine airport. Or traverse 
either north to south or east to west, with dismal results. Some commuters from as far afield as 
Kilsyth, can ostensibly travel due west in one continuous line to the city centre along the Maroondah 
Highway, Canterbury Road, Bridge Road and Flinders Street and/or approximately the same distance 
of 36 kilometres use an elaborate conglomeration of freeways and tollways, reach that destination 
without traversing the leafy suburbs, of Box Hill, Surrey Hills, Canterbury and Canterbury.  But many 
don’t and the equivalent amount of motor traffic use both routes on a daily basis, as for 
north/south, the Nepean Highway has been widened for general purpose over the years, and luckily 
it eventually reaches the wide expanses of St Kilda Road close to the CBD [now ostensibly closed for 
the Metro Tunnel project, begun in 2017); but others trying to manoeuvre further west or north, 
especially to Melbourne airport, the going is stop-start, all the way.   In the next section, I will discuss 
one of the most contentious issues of Melbourne’s road planning agenda – namely the East/West 
Tunnel project. 
The East/ West Tunnel Debacle – 2014 
 So what was the East/West tunnel proposal and why was it not so flawed in its purpose and 
design?  The tunnel was to run in a trajectory at the end of the Eastern Freeway at Hoddle Street, to 
a site specific to the building of such a proposal, so-called vacant parkland in Royal Park. In a report, 
by Sir Rod Eddington’s Investing in Transport (2008) that had been anticipated to strategically fix the 
bottleneck at Hoddle Street, and dubbed the East/West Tunnel project, a tunnel for commuters, 
who had been turning left into Hoddle at the freeway’s end, and onto the CBD. The new projected 
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tunnel complex would enable commuters to then join a toll road further along from a shiny new 
motorway in pristine parkland, to make their way over the Bolte Bridge—named after that other 
visionary of Melbourne infrastructure planning, Henry Bolte – a public figure even more erumpent 
than Tommy Bent. It was Bolte who had also brought us the distinctive tower blocks in Melbourne’s 
South, West, East and Northern suburbs. These towers were built in the 1960s, at the tail end of the 
Housing Commission’s renewal program into the early 1970s, with the last four built at Princes 
Street, Carlton; Dorcas Street and Raglan Street, South Melbourne; Highett Street, Richmond and 
Brooks Crescent, Fitzroy. 281  The final tally of this ambitious project of what are the colloquially-
termed Bolte Towers is seventeen 1960s high-rise sites altogether, stretching from near the beach at 
Albert Park in a land arc to Williamstown directly across the bay.282 Between 1962 and 1974 a total 
of 47 various high rise blocks were erected, 33 for family needs and 14 for elderly tenants; at a cost 
of 31.7 million for acquisition and clearance and 108 million for redevelopment.’ 283 
They provided high-rise housing for the poor and disadvantaged, and were aptly named, as 
they were the work of Premier Henry Bolte, and like a Tommy Bent sleight of hand, to bring railways 
to land boomers, for political gain – Bolte was the ostensible architect of his towers, and possibly 
inspired by the French architect Charles-Édouard Jeanneret (1887-1965). Jeanneret was also known 
as Le Corbusier and his book The City of Tomorrow (1924) was a book that inspired the building of a 
new Paris and environs, without tramways; but with one worthy maxim: ‘to decongest our cities, we 
must increase their densities.’ 284   
The post-war apartments, built by Le Corbusier in Marseille (1947) paved the way for Henry 
Bolte’s edifices.  The Le Corbusier building thought initially to be ugly, and then when completed 
‘millionaire’s apartments for the working class’ used a simple wine rack construction, with feature 
windows back and front giving the residents a view of the sea from one side and the mountains from 
the other. Le Corbusier’s urban planning philosophy was, ‘sun, space, trees’, and another personal 
diary entry forecasts: ‘Harmony was totally lacking in the twentieth century, but it must be the 
raison d être of the second machine age.’ 285 
Those towering apartments were designed after similar erections from the ‘Brutalism’ 
school of architecture in the U.K. and Eastern Europe; as well as the Netherlands, Denmark and 
France, due as much to public policy as to the bombings of cities during World War 11. Sweden was 
also a working example for the rest of the word, where in Stockholm the influential post World War 
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11 chief planner, Sven Markelius, planned satellite suburbs with their own Metro rail system, the so-
called tunnelbana; and around each rail station was a shopping centre, in addition to high-density 
housing.286  As Paul Mees observes about Markelius’ vision: [nowadays] ‘the residents of Stockholm 
seem less impressed, with the Le Corbusier-style-medium and high-rise apartments, [and have 
moved on] leaving the planned suburbs increasingly to migrants and social welfare recipients.’ 287 
Bolte’s vertical mansions were built in suburbs such as, Carlton, Collingwood, Fitzroy, Flemington, 
Port Melbourne, North Melbourne and South Melbourne and even more as one explores 
Melbourne; even Jewell on the Upfield line, as I discovered on a research trip, in 2015, i.e. Housing 
Commission high-rise at Jewell Station near Barkly Street (corner of McKay Street). 288 These 
apartments were then occupied by the new cohort of immigrants starting their Australian journey, 
with the resourcefulness that only new immigrants from impoverished beginnings have.  I am sure 
anyone who has travelled on a train-line conceived in 1873 by Bent, Higinbotham or Speight, or 
made their beginnings in Australia in one of the Bolte towers, owes all these men a debt as these 
structures were on the one hand as visionary as Bent et al’s Octopus railway concept, as they were 
functional.  
Melbourne has adapted to the giant edifices of the Bolte Bridge, a north/south elevated 
concrete mass, which lays the industrial sights of Melbourne before the viewer. A bridge never 
envisioned in Bolte’s time but the inevitable consequence of freeway building over public transport 
maintenance. One wonders if the endless linking of freeways is inevitable, but seemingly to this end 
the Victorian Liberal/National coalition Government signed a $5.3 billion contract with the East-West 
Connect consortium in September 2014, two months before the upcoming election; with a ‘poison 
chalice’ clause within, stating [to paraphrase], ‘...if the Government of the day wishes to renegotiate 
the contract or re-negs on same, compensation would be payable to the contracting consortium’!289 
The coalition lost the election; their arrogance was not unique, the arrogance precedent was set by 
the Kennett Liberal government, which was the first proponent of the complete road project, sans 
tunnel, in 1999; with their arrogance losing them the 1999 election when the Premier [Kennett], 
informed his party, that they should not even talk to the media about policy, as the polls showed 
they would win, if they did nothing else. Notwithstanding – privatisation of Melbourne’s suburban 
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trains and trams occurred just three weeks prior to that election, and that was yet another factor in 
the return – unpredictably – of Labor in 1999. 290  
The complete East/West Tunnel road project proposal was an 18 kilometre tollway; linking, 
Tullamarine freeway, City Link, and thus Westgate Freeway, Westgate Bridge, and the Western Ring 
Road.  This general proposal large in scope and seemingly perfect in future traffic flow logistics, was 
brought to the fore in 2008, in the report by Sir Rod Eddington, entitled ‘East-West Link, Needs 
Assessment Report’, commissioned by the then Labor premier Steve Bracks in 2006 and handed to 
Labor premier John Brumby in 2008. 291  This proposed freeway would start at the junction with the 
Western Ring Road at Laverton North, connect to Market Road, Brooklyn, then carry-through on into 
two separate three-lane tunnels at Kingsville, to link with the Eastern Freeway via the tunnel 
beginning in Royal Park, and continuing into the Eastern Freeway, at Hoddle Street. 
 The main problem with the proposal was that it would still create havoc at the traditional 
turn-off to the southern suburbs and the CBD at Hoddle Street, with cars still exiting; and the tunnel 
use would merely be a freight access to the Port of Melbourne; or a convoluted journey for 
travellers to the major provincial towns of Geelong, Ballarat, Bendigo – but the proposition of two 
separate three-lane tunnels, was a ‘bridge-too-far’ at the 2014 election in the State of Victoria. Yarra 
Council Mayor Jackie Fristacky was quoted as saying ‘... [More than eighty percent of all inbound 
vehicles on the Eastern Freeway would still seek to exit at Hoddle Street and other inner roads to 
reach their inner-city destinations.]...the East West Link will not help them. It will actually make 
congestion on Hoddle Street worse because it will get more cars on that road faster. It will ultimately 
cause major social, health and environmental damage.’ 292 
That the tunnel proposal would free Carlton of cars for the first time in forty years since the 
inception of the Eastern Freeway, which fed all traffic (except the southbound Hoddle Street traffic) 
into Carlton’s once stately streets, was a big plus.   
The proposed tunnel would come out into the light of day at what was supposed vacant 
parkland, in Royal Park but that was more to do with the convenience of such a large space having 
been found there for site works; but the fact that those site works actually encroached on the daily 
lives of the inhabitants of the historic Melbourne Zoological Gardens – Melbourne’s (and Victoria’s) 
biggest tourist attraction—and possibly dooming the sentient creatures to ill-health as the tunnel 
opening would have detrimental health effects. Especially if you include other facilities in the area, 
which include the Royal Women’s Hospital, the Royal Children’s Hospital; and Royal Park Hospice.  
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So who were the companies who tendered for the initial build of the East/West Tunnel 
project? The shortlist of companies who tendered for the work included East West Connect led by 
Lend Lease’s financing arm Capella Capital with French Construction Company Bouygues and Spain’s 
Acciona Infrastructure; and Inner Link Group a consortium of Spanish infrastructure giant Cintra, 
who have built the world’s biggest road tunnel networks in Brazil and Canada, in the modern era and 
Momentum Infrastructure, a syndicate comprising Leighton Holdings and the Bank of Tokyo—
considered and reconsidered their options. 
 The Victorian Labor Party, immediately on winning government made a determination to 
scrap the complete project of interconnecting freeways and the three-laned tunnel – for a bridge 
project.  Known as the Westgate Bridge Distributor, the aim of this project was to take trucks off the 
Westgate Bridge, a freeway which comprises 14% trucking293 and its trajectories include Moreland 
Street in Footscray and the Shepherd Bridge over the Maribyrnong River, a prime arterial route 
which would be widened and strengthened, as the central measure for the project. Also included 
was widening the Westgate Freeway from 8 lanes to 12, a tunnel under Yarraville, a second river 
crossing and an elevated road along Footscray Road connecting to CityLink. 294  This timely proposal 
sits well with the Eddington report; that suggested any major catastrophic closure of Westgate 
Bridge for any reason, would bring Melbourne to a standstill—as many police car chases over the 
years attest.   
 In fact, the $17.9 billion East/West Tunnel project was a furphy as there was also a proposal 
to build the container port at Hastings in the South-East, making a freight tunnel to the Port of 
Melbourne, redundant, anyway. Another initiative in 2016 came from the Habitat Trust, and the 
following [part] letter, dated 25 June 2015, under the heading: Letter to the Premier: 
The proposal by Salta Properties and Austrak to connect the docks alongside Footscray Road 
to three inland ports using the existing rail network fits well with the previous proposal of 
the Habitat Trust of 8th January.  It provides a valuable short to medium term solution.  By 
removing port to dock traffic from the road system it would have beneficial congestion, 
health and environmental effects across the whole road system but particularly in the 
Western Suburbs while imposing no additional cost to the Commonwealth or State 
budgets.295 
And so, thanks to this type of infrastructure lobbying it was announced on 2 May, 2016 on the front 
page of The Herald/Sun newspaper, under the heading banner ‘Jackpot for Victoria’ that: ‘...a further 
$20 million will be given to finalise funding on the Murray Basin rail project.’ 296 This fundamentally 
means that Geelong, Portland and the Port of Melbourne will be using ‘existing’ rail lines, to bring 
products to port from rural western and north-western Victoria. 
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Railways now are an adjunct to roadway building; the recent Outer Metropolitan Ring Road 
ostensibly links Epping to Geelong via Tullamarine airport – these are freight links, keeping the 
interstate goods out of Melbourne, and warehousing in the north for that purpose. The concept was 
announced as part of the Victorian Transport Plan of November 2008,297 and has just been finished.  
As an adjunct concept, land in the middle of the freeway is reserved for a rail link to the Airport.  
Aesthetically and efficiently Melbourne can be served by rail using existing lines. The overall plan is 
the current Labor government’s transport philosophy with over $38 billion in infrastructure 
construction – including: new tracks, new low-floor trams, and a tunnel under the Maribyrnong River 
(which is now a bridge across the Maribyrnong River and a tunnel under the suburb of Yarraville) 298 
and the Melbourne Metro Rail Tunnel, now under construction.    
  Many politicians asked why the East/West Tunnel project either needed to be built or 
indeed, why it was cancelled? The main point of contention was the Royal Park worksite and the 
western opening to the tunnel. Though notwithstanding by 2016, the Infrastructure Victoria report, 
has the project at a low priority.299 
Some would argue that easy access to recreation, job opportunities and the highways of the 
western districts in addition to hospitals, at the tunnel entrance were the reason for the East/West 
Tunnel project; as well as, configuring the roads to a complete system. But as we have learned the 
tunnel entrance spews funnelled pollution straight into the State’s biggest tourist attraction and a 
world-class prime amenity for wild-life preservation – Melbourne Zoological Gardens. It would also 
have compromised this recreational area that is the only inner green wedge north of Melbourne’s 
CBD, and conflict with a precinct that has been traditionally a hospital zone – encircled by the Royal 
Children’s Hospital, the Women’s Hospital, the newly built Victorian Comprehensive Cancer Centre 
(VCCC) and the Royal Park Psychiatric Hospital; now the Early Psychosis Prevention and Intervention 
Centre. The appropriate place to build the western mouth of the East/West tunnel was not Royal 
Park, and now that the Metro Rail project has taken precedence, and exploited most potential 
construction sites – it is now beginning to have no alternative opening. Also regarding the Victorian 
Comprehensive Cancer Centre (VCCC), the Environmental Protection Authority (EPA) in Victoria 
commissioned a study in 1994. The study estimated the cost of congestion in Melbourne was $2013 
million; $86 million for road noise and a further $45 million for cancers caused by vehicle emissions. 
300 It seems incongruous that the East/West Tunnel central planners, did not know that Peter 
MacCallum Cancer Centre and the Victorian government were building a state-of-the-art complex 
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adjacent to the Royal Park precinct, (accessible by an over-road footbridge from the Royal 
Melbourne Hospital); as after-all the EPA’s 1994 report defined congestion as: - ‘the difference in 
resource costs between the road network operating under ideal conditions where delays have been 
eliminated and traffic is able to proceed at the maximum safe speed.’ 301 Mees concludes, that 
congestion-free motoring in a large city is a ‘patently absurd’ concept, and could only happen in the 
dead of night. 302  
Also with the somewhat definitive promise by both sides of State government for the 
extension of the Western Ring Road plan to East Link through the City of Banyule proceeding and the 
widening of Hoddle Street with ‘continuous flow intersections’ with the proposal of ‘no parking’ 
zones the breadth of Punt Road, makes the East/West tunnel project, ostensibly redundant. It is my 
opinion that this site in Royal Park, was only ever chosen, for its spatial convenience for the 
construction plant! Further, my proposal to bring back the OCR as a high-speed train to Tullamarine 
Airport, utilising, either the Upfield or Epping Lines, catering for three quarters of Melbourne and its 
surrounding population; as well as the added fact that the fruit and vegetable market in Craigieburn 
is on a north/south trajectory from the main suppliers in the City of Dandenong, are the final nails in 
this aborted tunnel project. The project lost its opportunity, because of its unapprised, view of 
twenty-first century city planning. It has participants driving to the beginning of the Tullamarine 
Airport to begin the journey again, from the start, when they live, west, north, or east. As well, how 
many people live in Nunawading, Forest Hill, Ringwood or Doncaster, and work in Braybrook or 
Williamstown? The only possible use was the freight tunnel concept bringing in goods from the Port 
of Melbourne to the outer distribution warehouses in Chirnside Park and Bayswater, as well as the 
workers who follow that route to work. 
In conclusion I will give Paul Mees, the last observation on the state of the public transport 
running east-west; and in this case an over-the-seas traveller, a visiting doctoral student and his wife 
were trying to read Melbourne’s timetables to travel from the west at Sydney Road to the easterly 
environs of Heidelberg and Doncaster, where the East/West Tunnel would have had its main feeder 
suburbs.  The couple had arranged to visit friends in the outer northern suburb of West Heidelberg; 
and on consulting their Melbourne public transport guide map; they noted that the Royal Parade 
tram ran due north to Bell Street, where it crossed a bus service to West Heidelberg heading east.  
After walking to Royal Parade and waiting a few minutes for a tram to arrive, which they took and 
then alighted at Bell Street.  At the Bell Street tram stop, there was no indication of the location of 
the bus stop. Inquiries of shopkeepers revealed that it was necessary to cross two main roads and 
walk another hundred metres to the stop. There was no timetable at the stop, so they waited. After 
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half an hour, no bus arrived. They then made enquiries of passers-by, who advised that the last bus 
had left some time ago. It was around 8 pm by that time and there was no printed timetable that 
they had access to—and this was pre-timetables on mobile phone days, but if they had a timetable it 
would have given the time of the last bus at 7: 19 pm. 303 
As Mees observes: ‘Transfers are essential and must be made to work—are physically easy, 
with a minimum time penalty and at no extra cost (with integrated ticketing).’ So in a Mees 
construct ‘public transport [should] be designed and operated in a hierarchy of interconnected, 
multi-directional nodes’ and that ‘the network should be planned and managed by a public agency.’   
304  Only then would public transport truly compete with the automobile. 
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Chapter Five  
The Outer Circle Railway—the Basis for Future Development 
Was the Outer Circle Railway a Redundant Idea? 
Why was it a lost opportunity; or as some railway scholars describe it – a waste of taxpayers’ money?  
There are other modern scholars who also see it as a folly, but with a hint of railway-phobia 
connected to their opinion.  Contemporaneous people in the era pre- its construction could see its 
value. My claim from a fundamental perspective is that the outer circle railway was not a redundant 
concept. It is just as relevant to a complete system for Melbourne, as when it was designed.  
If the Outer Circle Railway line still existed, traversing the soon-to-be middle-class suburbs 
from Oakleigh to Fairfield along its trajectory and picking up a sparse amount of passengers in its 
maiden year of 1890, we would be somewhat ahead in solving Melbourne's transport woes today. 
The year 1893, was when the short-lived railway began closing, with an encroaching land boom 
crash, in Victoria, and leading into the Australia-wide Federation Drought (1895-1903).305  
If the Outer Circle Railway did still exist, it could connect again to the existing Hurstbridge 
Line and the long-defunct Inner Circle Line. The ICLs original purpose was to connect the suburbs of 
North Melbourne, Royal Park, and Brunswick; to the termini of Epping, Upfield and Whittlesea in the 
north, and the mercantile centre of Spencer Street Station. Spencer Street Station now revamped as 
Southern Cross Station, which eventually became the central hub of railroading in Melbourne, was in 
the days of privately owned railways – the government station.  It only became a station, with 
through trains, in the modern era; as there was a time when it was a mere terminus until the long 
sought viaduct connected Flinders Street Station to Spencer Street [Station], was built in 1891. 306 
As we might imagine unplanned roads lead to the occurrence of dead-ends leading into 
bottlenecks, which a lot of the world’s cities are experiencing. Melbourne has planned her roadways 
from the first Metropolitan Town Planning Commission Report, 1929 (then commissioned reports in 
1954, 1961).  So why does the Western Ring Road end at Watsonia Nth at a T- intersection; and then 
link back onto the Eastern Freeway, take a trip through suburbia along Rosanna Road, Lower 
Heidelberg Road et cetera? It does beg the question, if we are then trying to get to Melbourne’s CBD 
– the exact problem occurs of course at another infamous T-intersection where the Eastern Freeway 
ends at Hoddle Street sans $18 billion tunnel project, and in reality a tunnel of its capacity would 
have been perfect to complete a ring road vision for Melbourne’s vehicular traffic. Luckily now the 
                                                          
305 A, Bashford & S, Macintyre, Cambridge, eds. History of Australia, Vol 2, (2013), Melbourne University Press, Melb. Chap 19. Gregory 
Barton and Brett Bennett, ‘The environment’ pp. 452-453. 
306 Harrigan, V.R. to ‘ 62,  Chapter 28, Metropolitan Terminal Station, pp. 179-188. 
85 
 
project envisioned as the North-East Link, connecting the Watsonia Nth T- intersection to the East-
Link toll road has the go-ahead for completion within fifteen years. 307   
The connection between the Greensborough/Watsonia end of the Western Ring Road;308and 
the Eastern Freeway has never been built because: ‘...a spokesperson for the Roads Minister Luke 
Donnellan says the link is a long-term project, meaning its timeframe is from 2025 to 2050, and no 
route has yet been decided.’ 309 This statement would point to a very lackadaisical transport plan for 
inter-connection of major roads. Paul Edwards for the RACV Magazine reports further: ‘...Brian 
Negus, RACV’s general manager of public policy, says it has never been built because there have 
always been overriding political, financial, social and environmental issues, including the fact that 
the link road has to get to the other side of the Yarra [river] and its parklands. But those issues won’t 
go away if nothing is done and congestion will get worse – waiting until 2025 is not acceptable.’ 310  
Brian Negus, RACV’s general manager, scopes the fact that one ‘of the main issues is the need for 
freight to be moved from the rapidly expanding distribution centres around Dandenong and other 
outer south-eastern suburbs towards the Hume, Calder and Western freeways; and “currently many 
of those vehicles are using the totally inadequate network of ordinary suburban roads around 
Bulleen, Rosanna and Watsonia, making life very difficult for residents and other road users”’311 And 
it has become clear that some truck drivers navigate this route daily, and this might not be just 
‘some’ trucks, when we take into account David Wallace president of the Vegetable Growers 
Association of Victoria’s testimony, when he says that the nightly truck curfew on Rosanna Road 
clashes with delivery hours for the new Melbourne wholesale fruit and vegetable market at Epping, 
and that, ‘about 5000 trucks access the market a day and 3000 of them might be heading back to the 
eastern side of Melbourne. It puts a lot of pressure on small roads.’ 312  
If Tommy Bent could see that Northcote Station had all the hallmarks of what has become 
known as a ‘super station’ one-hundred and thirty years ago and that the Epping line, was only 
slightly out of range by nine hundred metres from the greater Outer Circle railway, which had its 
ultimate trajectory firmly pointed towards Oakleigh and hence Dandenong, again could I make the 
case – what a lost opportunity.  
On 29 April 2016 under the heading of: ‘Pallas plots ‘Missing Link’ road project.’  This all 
came about from an article on the 28 April in the Age wherein the RACV roads and traffic manager 
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Dave Jones said he ‘was disappointed that there was no funding to begin planning for the North-East 
Link to complete the Metropolitan Ring Road.’ 313 State Treasurer Tim Pallas, had finally come on 
board: 
...a massive new road from the Ring Road at Greensborough to EastLink, looks set to become 
Melbourne’s next big transport project. The project often referred to as the ‘missing link’ – has been 
the RACV’s top transport priority for years.  It [the RACV] argues completing the Metropolitan Ring 
Road would dramatically cut congestion and connect freight centres around Dandenong with the 
Hume Highway. RACV public policy general manager Brian Negus said the road would provide a 
much-needed alternative to the Monash Freeway effectively negating the need for the East-West 
Link while acting as a nationally significant freight route. ‘It has been our number one road project 
for the last eight years,’ Mr Negus said, ‘while we supported the East West Link the Metropolitan 
Ring Road was always our preferred proposal.’ 314 
The closing stages of this project has three routes that could be utilised to completion; those 
being either Eastern Freeway at Bulleen or through the City of Banyule to Greensborough and the 
Ring Road end; either from EastLink at Ringwood, or via a longer route to join Greensborough. The 
other significant announcement under the article heading ‘Deliverance for Hoddle Street 
Motorists’,315 was, that: ‘continuous flow intersections’ are to be built along Hoddle Street, starting 
with Brunton Avenue, Johnston Street and the turn-off from Eastern Freeway.  The US-inspired 
intersection overhaul was a proposal from inside VicRoads nerve centre in Kew and will cost $56.2 
million, including some minor land acquisition.  Also announced in the 2016 State budget are single-
track duplication between Heidelberg and Rosanna, though other single-track bottlenecks will be left 
in place, including the Cranbourne line, the Upfield Line and the Altona Loop. This budget also 
contains $587.7 million for the Mernda rail extension of some eight kilometres, from South Morang 
– moving, one would think ultimately to bring back the complete Whittlesea Line. This concurrent 
dilemma had gained peak momentum by 8 June 2016, when the front page of the Age announced, 
Road to Ruin, and that the lanes on Rosanna Road are 2.6 metres wide, A-B double trucks are 2.5 
metres wide.  And the ‘fact check’ statistics, listed on the front page point to an overall grim picture 
of a once suburban thoroughfare: 38,000 vehicles use the road daily; 1800 of them trucks; 75 
casualty crashes between 2011-2015; 15 serious injury crashes and 60 other injury crashes; 2 
crashes involving buses; 4 crashes involving a pedestrian; 3 crashes involving a cyclist; and 6 crashes 
involving a cyclist. 316 The article points out that the Brumby Labor government’s initiative of the 
construction of the North-East Link was abandoned by the following Baillieu government ‘with all 
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effort put into the now-dumped East-West Link.’ 317  The Banyule Council’s Tom Melican says that 
the report exposes VicRoads’ ‘complete lack of long-term planning’, with the RACVs’ Brian Negus 
concurring ‘Rosanna Road is serving as a pseudo-link for the Western Ring Road.’ 318 So the pressure  
on VicRoads’ planning department mounts, and their once planned solution date of sometime 
between 2025 - 2050 has a many-sided attack from numerous groups such as the RACV, The Banyule 
Council and Resolve Rosanna Road lobby group.   
London’s population by the year 2029 is projected to be ten million, 319  which is an 
anticipated slowing of growth compared to the recent rapid expansion nearing nine million; but 
work on public transport infrastructure is already commencing to correspond with this deadline.  
Londoners are concentrating on tunnel building for rail transport, where state-of-the-art tunnelling 
apparatus create new tube lines, as tens of thousands regularly commute, blissfully unaware that 
the slight rumble they hear, when the tracks are empty is a new tunnel being bored ten metres from 
their platform. Perhaps Melbourne will one day stretch to Geelong in the West and Warrigal in the 
East, as has happened in Greater Los Angeles. As in Lionel Frost’s argument from Sperritt’s 
statements, that Brisbane’s: ‘Freeway-led suburbanisation of housing and jobs resulted in the 
merging of coastal towns with metropolitan Brisbane to form a megalopolis stretching 200 kms from 
the Sunshine Coast to the Gold Coast.’ 320 
 I want to further raise the idea of public transport vs. private vehicle ownership, by 
highlighting the derogatory remarks and complete public defeatism of the project that was meant to 
open up the northern suburbs, bring goods into Melbourne via Fairfield and North Melbourne (and 
in later years, we learn, a line that would have been ideally suited to bring produce to Craigieburn 
from Dandenong).  Venn in his 1973 Melbourne University Master’s thesis, quotes the evidence of 
T.W. Fowler, from the Age 1 September 1893, who used the formula of Professor Kernot concerning 
the overbuilding of bridges; wherein the professor cited many instances where the Victorian Railway 
bridges were much longer than this formula showed was necessary. But the information I glean from 
Venn is in the full text of the thesis, where he quotes, Fowler: ‘...these excesses are not surprising in 
view of the fact that everything in connection with the construction of those lines from surveying 
onwards was in the hands of unqualified men’, but Venn then adds extraneously: - ‘Their crowning 
folly was the Outer Circle line.’  Also on the next page, ‘in one mile between East Camberwell and 
Deepdene, the line ran in a cutting necessitating four road bridges. If this were not extravagant 
enough, two were only side streets – Canterbury Road was diverted to avoid crossing the line on the 
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level.  Even today its bridge like those of the other roads, are wide enough to carry a nature strip.’ 321 
It appears the standards of engineering that beset the colony, and which we can only praise today, 
as foresightful, has a tendency to invoke ire in other scholars.  
This north/south-pointing of the OCR, towards that traditional hunting ground of lush 
grasslands, and now the only major airport, able to take an enormous air traffic quota – Tullamarine; 
still to this day, has no public transport alternative to the overpriced taxis, plying for trade in a 
conveyor-belt post-industrial process, or the proliferation of airport off-site parking mini-bus 
services. A current hypothesis of the north/south-pointing of the Outer Circle railway, makes its 
trajectory even more relevant to-day in the twenty-first century; and had the ‘horse trading’ and 
‘land deals’ that were done in the late nineteenth century, been kept intact, the Outer Circle railway 
line, considered the greatest folly of that period; would now, be an asset. 
 
 
Flinders Street Flinders Street Station from The Rose Series postcards [P. 4746] of the photographer, George Rose (1861-
1942). Note the white horse on the Young and Jackson’s corner, about to do a ‘hook’ (unique) Melbourne turn, (turning 
from the left lane, so as not to impede trams proceeding from both directions) to follow the other horse-drawn wagons; 
circa 1920s. 
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Railway-Phobia 
Railway phobia, a term I have utilised – to describe the seduction by the motor car and the 
trappings of car culture. Nineteenth century people did not have this phobia.  My belief is that money 
is never fully wasted when it creates near- full employment; the concept of profit is aligned with the 
private sector, though it would seem that some nineteenth century journalists did have a nose for 
public wastage of public monies.  Railways as a point in case have always lost money, but there is 
timelessness in their endeavour. Now we are looking towards fully-automated cars, where the 
occupant can be free to do other things as they traverse the cityscape. My daily commute allows me 
to stretch my legs, go to the toilet, charge my phone and read a newspaper. I use a semi-automated 
train. 
Like Venn’s Master’s thesis comment within the context of the Victorian Railways’ empire 
building, ([the] ‘crowning folly was the Outer Circle line’), Graeme Davison is critical of Melbourne’s 
metropolitan loop line in Car Wars (2004), regarding The 1969 Melbourne Transportation Plan 
(MTP):  
…Its centrepiece, absorbing $1675 million or 75 percent of the total estimated $2.6 billion of 
funds, was a 307-mile urban freeway system. Of the $355 million devoted to public 
transport, $80 million was devoted to a single project of dubious value, the Underground 
Loop. Not since the land boom of the 1880s, when politicians indulged in a reckless spree of 
railway construction, had Melburnians indulged their dreams so extravagantly. 322 
 
This was a project that had been first mooted officially by the Metropolitan Town Planning 
Commission Report, 1929, and by 1960, The City of Melbourne Underground Construction Act, 
provided for a system of four parallel but independently operated loop lines that connected all 
suburban lines with the exception of the St Kilda and Port Melbourne tracks;  and opened in 1981, 
and has grown to be a cornerstone of the Melbourne Transport System (MTS), and relieved the 
congestion at Flinders Street Station, dispersing commuters to their actual city destinations. 323  We 
can, however, understand Davison’s concern, when Mees argues about government closures of 
most of the network in the 1970s, and the funds diverted to freeway building: ‘...the first stage of 
Melbourne’s underground rail loop, constructed at vast expense in anticipation of patronage 
increases that never came.’ 324 
 Robert Lee (2007) quotes from Frost in The History of the Victorian Railways, 1854-2004, 
‘that the vast majority of lines were useful’ 325 and that the main nay-sayers were Coghlan and 
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Butlin.  He states in the footnotes that: ... ‘the two most influential condemnations of allegedly 
excessive investment have been Coghlan, Labour and Industry in Australia, volumes 3 and 4 (1918); 
and Butlin, Investment in Australian Economic Development (1964).’ He also puts pay to Butlin’s 
argument on private and public capital in the 1880s being directed to largely unproductive areas, to 
wit;  
Railway contractors too were big business.  David Munro had 350 men, fifty horses and 
drays, an engine and fifty trucks at work in June 1889 on the Fitzroy and Whittlesea lines. At 
the same time, ninety-one men and fifty-five horses and drays were working on the 
Wodonga to Tallangatta line.  During the late 1880s work was proceeding on up to thirty 
railways at a time, so total employment may have been as high as 10,000. The overall 
economic impact of this was considerable, as the gangs of navvies were like mobile small 
towns. It has even been suggested that their demand for boots helped develop and sustain 
Ballarat’s boot-making industry. 326  
  
Victoria tried to protect its railways by banning heavy haulage by motor trucks in 1934;327 
and not until 1 July 1981 after a Transport Regulation ruling did the regulation regarding the 
transport of groceries or LCLs328 become lax. Goods had been loaded at the Melbourne goods yard 
since 1860, from the original timber and corrugated iron structure, from four-wheel trucks, by 
barrowmen and stowers working in gangs. Only Number Two shed still remains standing (or “A” 
shed, built 1889 – now an all-purpose refurbished building, with the old loading dock now a facade 
containing a kindergarten, and in the main building proper, two prominent publishing companies at 
the northern end, and a wearable technology company, affiliated with the CSIRO, on the south-east 
side). The extended Melbourne Yard between Victoria Dock and Spencer Street Station opened in 
1903, an area of 80 acres with 33 miles of track.329  
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A relic of the past, Melbourne Goods “A” Shed, built 1889. 330 
 
The ‘economic rationalist’ agenda by authors and newspaper articles on the OCR and similar lines all 
purport the same reasoning as the Argus of 1893, under the heading How the Money Goes, that 
engineer-in-chief Thomas Higinbotham, strongly recommended that the land [for the OCR] be 
obtained while cheap.  And as the Argus stalwartly affirms, ‘his advice, unfortunately, was not taken, 
and it was only after the ubiquitous land boomer and syndicator appeared on the scene and 
acquired all the eligible building sites that the railway authorities, awakened to the fact that the land 
required for an outer circle railway was only then procurable at exorbitant prices.’  The Argus also 
states rather vigorously, that the building of the OCR was ‘a plain narrative of gross engineering 
blundering, extravagant railway management, and a complete misconception of the requirements of 
the times.’ But the Argus  also recognised Higinbotham’s vision: ‘that there would come a time of 
relieving the pressure on the passenger traffic entering Melbourne from the east, and conveying the 
Gippsland goods traffic around the northern suburbs to the Spencer Street Station...’.   331  As we 
know to-day, these things are all relative to the costs in the future, as the sum of £292 000 sounds a 
trifling amount to-day. As for seemingly redundant concepts such as a Whittlesea line, an inner circle 
and yes, an outer circle, not one of these concepts would be redundant in the twenty-first century. 
So even though the Ministers, the engineers and the Railway Commissioners of the period saw the 
‘system’ as a whole, a ‘wheel and spokes’ concept or what it was commonly called in Victoria at its 
inception an ‘octopuses tentacles’, it is now rail trails, bike tracks and linear parks, with planners 
trying to play catch-up with transport systems, that have brought New Delhi to a gridlocked 
standstill and made Beijing’s air quality unbreathable, on certain days.  
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Chapter Six 
An explanation of How Melbourne’s Outer Circle Railway could be 
re-incorporated; With a Proposal for a High-Speed Train Service to 
Tullamarine Airport. 
 
In 2016, Melbourne was awarded the prestigious title of ‘world’s most liveable city’ for a 
sixth consecutive year. The criteria for this award by is based on ‘quality of living’ standards, by The 
Economist’s Intelligence Unit that include crime rates, health statistics, sanitation standards, 
education, culture and green-belt environment; as well as expenditures on city services (including 
public transport).332 However, in reality, The Economist’s perspective defining liveability is elitist, as it 
is viewed from the viewpoint of ‘a group of footloose or globally mobile business executives and 
knowledge industry workers’, the so-called ‘creative class’. 333 For the common folk, however, major 
gridlock plays havoc with a ‘liveable city’ status – on 29 September 2016 the entire Greater 
Melbourne’s road system was in gridlock by 5.30 pm, according to ABC-774 Radio Traffic Report, 
caused by overuse and only two accidents.  One a minor accident  at the corner of High Street and 
Bourke Road, Balwyn; as well as a major car accident where the car was dispatched into smithereens 
at the off-ramp at Mornington from East-Link toll road, on the periphery of the grid. So the forecast 
of ‘most freeways will be at or above [their] capacity by 2046’,334 is already upon us.  
It is true however if you peruse the on-line articles about Melbourne’s liveable city status for 
the sixth time in a row, that the exclusive narrative is about the actual core of Melbourne, the 
Hoddle grid, that the city was initially designed around, comprising an approximate 1 kilometre 
square section of the city.  The grid design was an Australian nineteenth century obsession but later 
described as a ‘container for real estate [and] its streets were conduits for auctioneers.’ 335 Or as 
Louis Mumford contends: ‘a speculative ground plan.’ 336 As well, Davison asserting: [the grid design 
was] ‘a deep seated fear of disorder.’ 337 
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Melbourne might be the World’s Most Liveable City, if you are a tourist, walking the lanes of 
the central environs on a sunny day, searching for coffee; but this is not the reality for most of us. 
This difficult airport run, however, does add more weight to my planned reinstated Outer Circle 
Railway airport link, as a drop-off at a proposed and original Oakleigh Station terminus, and boarding 
a train to Tullamarine, could make the journey back to South Gippsland, two and a half hours and 
not the absurd eight hours, when traffic flows are impeded. 
Many years of commuting and working in public transport gives me a unique understanding 
of Melbourne’s streetscapes and public transport infrastructure and its bottlenecks, which prevent a 
free flowing of traffic, for business or pleasure – and a visualisation of a high-speed rail line to 
Tullamarine, using existing rail lines.  
First we have to consider the genius of the planning of the Outer Circle Railway (OCR) built at 
a time when railways were used for land development, freighting building materials, livestock, 
perishables, bulk grain, fertiliser; as well as the produce of mines, and even mortuary wagons ran to 
both Fawkner 338and Springvale cemeteries, and a funeral wagon was always on stand-by at Princes 
Bridge Station, notwithstanding this was the original site of the City Morgue.  
Traditionally the OCR line began at Oakleigh and headed off to what was known as Waverley 
Road Station, which was fleetingly a major hub back in the nineteenth century, approximately where 
East Malvern Station is today. Now, however, we have the Monash Freeway in between Oakleigh 
and Alamein Stations, so the most direct route to get onto the Outer Circle trajectory is to go 
straight over Monash Freeway onto the Rail Trail just north of Alamein Station – which is a working 
station on the only remnant left of the OCR, Alamein to Camberwell.  By utilising the 
aforementioned, we have now brought the following lines into the ‘high-speed train to Tullamarine 
Airport’ equation; the Gippsland, the Glen Waverley, the Caulfield, the Dandenong, the 
Sandringham, the Belgrave, and the Lilydale lines, where we can even envision a future that includes 
the high-rise apartment  development at Glen Waverley Station and the high-rise apartment project 
at the Australian Paper Mills site at Fairfield, across the road from where the Fulham Grange Estate 
stood, built in 1888. The super-fast train-line to Tullamarine envisioned project– servicing three 
quarters of Melbourne's population, would have to request cessation of the complete use of the rail-
trails, albeit because of the remnant flora now thriving in its linear parkland, we have to look at ways 
of utilising an underground concept, until the line reaches the established lines of Hurstbridge and 
Epping and Upfield. For those not familiar with Melbourne, the APM site landmark is just over the 
original railway bridge generically called the Chandler Highway; but both these developments can be 
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incorporated into a modern public transport agenda; where housing and transport are provided for 
workers and working families.  
 These areas are the problem child of the project; real estate worth millions a parcel, and 
influential people who would not be giving up the comforts of their car lifestyle for a public trip to 
the Airport – at this juncture – East Camberwell to Fairfield we have 4 miles or 6.4 kilometres of 
expensive real estate to negotiate—so at this point we need to consider that saviour of the modern 
engineer – tunnelling, that artform that the Bristolian Frenchmen Marc Brunel  and his son Isambard 
Kingdom Brunel, pioneered.  They built the first tunnel of the then inconceivable type in 1828, 
connecting Rotherhithe and Wapping, for railway purposes, under the river Thames. Our project has 
another 900-metre tunnel also envisioned to join the Hurstbridge line to the station of Merri. This 
would then join that other concept of the 1900s the Inner Circle Line (ICL), bringing that back in all 
its glory. Which brings another constituent to the equation, that of the high-speed train passenger, 
from the airport; either a tourist, business or sporting aficionado into the CBD, along this trajectory 
but this time utilising the Inner Circle Line (ICL), as a light rail concept, and joining it at Merri. This 
line ostensibly ran from Clifton Hill to North Melbourne, via Royal Park, so now again, the CBD 
passenger, from Tullamarine Airport not going east, north or south, alights to head west. And the 
rest link leisurely to their homes in the north, south and east. In reverse for the Melbourne to 
Tullamarine passenger, it is Southern Cross to North Melbourne, to Merri and then a new ‘super 
station’ on the Upfield line at the terminus of Upfield, completes the picture at approximately Barry 
Road and then a due west trajectory from there to Tullamarine airport. As well the Craigieburn line 
could be utilised for western suburban commuters. 
All these concepts were dreamed up in the 1870s and were based on what were known as 
[Outer/Inner] Circle Lines; London still has them. 
Tullamarine Airport was originally purposefully built, in the vacant land quite a distance from 
Melbourne – but now seems closer and foresightful, as it is as far away as the rail termini of Upfield 
and Epping. South Morang has been added again to the Epping line after more than fifty years.  And 
a short hop to the original northern terminus of Whittlesea and another apparent growth corridor 
(though my grandfather’s farm with its railway siding just over its Merri Creek boundary – seems to 
be exactly as it was, looking at Google Earth, 47 years later; and/or 59 years after that line’s closure 
– in 1958). And then another short hop would be redefining the way we think of the transport 
systems to Whittlesea, as there must be a better way than the unsatisfactory peak hour bumper-to-
bumper traffic on the main road into Whittlesea, Plenty Road. Of course, when it comes to accessing 
the international airport from the western suburbs—it would be a brave man who could convince 
the private car culture of the mainly aspiring classes that the incredible dollar spend of their freeway 
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system should be supplemented with a high-speed train to the airport.  This would be political 
suicide; as well as, naivety beyond reproach. The proposal I make is more within the framework of 
the leisurely classes considering options 100 years hence; and not the cut and thrust of election 
cycles.  However, the Westies339, have had freeways and expressways, trucking diversions, freight 
gateways, anything they thought they needed, all in the name of expediency, and a great place to 
put them, in so-called growth corridors, well away from the quiet and tree-lined streets of the 
decision makers. The same service can be appropriated utilising the Craigieburn line, which runs 
through Essendon, Broadmeadows, resolutely pointing north to Tullamarine. Though the Melbourne 
Rail Link Airport Study of 2013 advocates three possible routes [of 82 options, 179 variations of 
potential rail corridors340 ], a convoluted route utilising Sunshine, and heading back north/east 
towards the airport and then a new rail route via Maribyrnong and Highpoint [Shopping Centre and 
bus terminal] via vacant defense land and Milleara Road; and the third utilising the 
Broadmeadows/Craigieburn line but onto Coolaroo and then due west via the suburb of Attwood to 
the airport. 
 
Map from Melbourne Airport rail link study – PTV (Public Transport, Victoria) 
                                                          
339 As in the ‘hoi polloi’ or ‘common people’, the working classes, the proletariat, who live in the West of the city of Melbourne (but also 
Sydney); mostly derogatory now.  Also the slang term ‘hoi polloi’, has changed meaning from its original meaning, as per: ‘candidates for a 
pass degree’. Partridge, Dictionary of Slang. 
340 Melbourne Rail Link Airport Study, (2013) Public Transport Victoria, State of Victoria, Docklands, p. 7. 
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The East/West Tunnel project, was conceived to obey the ideology of building as progress, 
and a general fulfilling of ‘progress is good for the economy’; but that ideology can also be attained 
by this new railway build, the linking of Fairfield with minimum disruption to present infrastructure 
to the Upfield and Epping lines underground, and thus connecting the gloriously conceived Outer 
Circle, would be a new take on our forefathers’ conception. Connecting the International Airport via 
the Upfield Line, would create transport options in an east-north arc – as the usual airport run from 
that direction in the Melbourne scheme of things, has never been anything more than a rat-run 
viewed from a car window, to catch a plane, and making the amenity (and air quality) of those inner-
city pass-throughs, barely liveable.  
With the initial closing of the OCR in 1893, 341 though some parts held on to 1895, the 
dilemma we face, is more than 100 years of car-culture that has been firmly established in the 
equation of the growth of the metropolis of Melbourne. Luckily we have maintained and expanded 
the sturdy and world-class tram system. A re-emergence of the OCR would efficiently enable 
commuters to be at the airport for their flights for interstate or international work or holidays, 
avoiding the delays on the Tullamarine freeway due to traffic build-up, road-works and accidents.  
 All the authoritative scholars on the OCR, Beardsell, Cannon, Davison, Harrigan, Herbert, 
Venn, et al point to the fact that the OCR was a white elephant and certainly newspaper accounts at 
its opening cannot understand its usefulness; is it an ‘excursionist’s railway’ one newspaper 
exclaims? An article from the Daily Telegraph a then Melbourne newspaper sold throughout the 
colony of Victoria, on 25 March 1891, outlining the finished permanent OCR, entitled Completion of 
the Outer Circle Railway; and subtitled both ‘How the Work Has Been Bungled’ and ‘What Can We 
Do With It?’, highlights as one of its main criticisms that a round trip would take four hours and 
twenty minutes; from Spencer Street to Oakleigh via Collingwood, three hours and thirty-four 
minutes and back again [in only thirty-three minutes] along the Oakleigh to Melbourne and its more 
direct route.342 But it wasn’t a tourist jaunt; tourism had hardly been invented then! People caught 
trains for leisure on Sundays to take in the country and have picnics, hence the appropriately named 
Pic-Nic Station on the Yarra River between Hawthorn and Burnley Stations; not far from where the 
ancient corroboree tree of indigenous origins, now dead but still there in its archaic state, stands. So 
why a round trip was needed to be assessed, is one of those little mysteries?  It would be simpler to 
say that it was a two hour journey each way as per other equivalent trips; there and back. The OCR 
was a fully functioning, visionary railway for Melbourne; with most of the journey’s time taken up by 
a pit stop at Collingwood, for some unidentifiable reason of one hour and forty-four minutes. It 
                                                          
341 The OCR reopened in 1900, for passenger traffic between Deepdene and Ashburton.  Stations such as Fulham Grange, the very next 
station from the Fairfield hub, was built solely to serve the nearby speculative housing estate after which it was named, completely 
disappeared; as well as many long forgotten sidings and timber rail bridges.  (Beardsell et al, The Outer Circle, p. 79). 
342 See Appendix 4, gleaned from Beardsell et al, The Outer Circle, for a full break down of the OCR’s running dates and balance sheet. 
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seems incredible; but the article and its attached timetable verify that, and the author was also 
completely perplexed at the reason, because there wasn’t even a refreshment room on the station. 
Mysterious it was, but bureaucracies are awash with discrepancies like that. An example of utilising 
the OCR to one’s advantage could be (referring to Bradshaw’s timetable of 1891); Melbourne to East 
Kew via Camberwell; leave Melbourne at 6: 50 am arrive Camberwell 7: 12 am; catch the Deepdene 
Dasher (Its predecessor anyway) at 7:26 am; and arrive at East Kew 7: 36 am, and that journey is a 
sensible 46 minutes; and cutting out the inexplicable wait at Collingwood.  
Sometimes though, the luckiest aspects of public infrastructure are projects that are left 
languishing for generations, and then because they are still there, they are incorporated into a city’s 
vibrant framework. Imagine if the St Kilda Line was completely done away with, there would be no 
light railway to St Kilda; ditto to Port Melbourne. The steel expanse of the Sandridge Bridge – the 
first rail bridge, on the first railway in the colony, with its unique skewed angle crossing the Yarra 
near the Banana Alley Vaults is another example, as we can now sit at many points and consider the 
craftsmanship of our antecedents. What if the one storey hotel on the corner of Spencer and Bourke 
was sold to another type of developer, rather than left to moulder for decades; anything higher than 
one storey would block out the magnificence of the spectacular art-nouveau Melbourne Tramways 
and Omnibus Company’s building, finished in 1891, and built with the topsy-turvy wealth of 
Melbourne’s cable car empire, by American entrepreneur Francis Boardman Clapp. His company had 
developed Melbourne’s first horse tramway system as well as the extensive cable car system 
beginning with the City to Richmond line in 1885.343  The hotel was merely built again – again at one 
storey, and the imposing view is retained. 
 A letter writer, with the moniker ‘July’ writing to The Argus of Friday, 4 July 1876, had 
extremely good words to say about the OCR, 
‘...it would be a blessing to the whole colony, as not only the Gipps Land but also the 
Ballarat, Echuca, and North Eastern [lines] would run their passenger trains into it...’  He was 
also concerned about the Whittlesea line via the Epping line; ‘...there is another line that 
should have been made long ago, and which is made except [for] laying the rails and 
ballasting.  I mean a line up the Yan Yean track through Northcote, Preston, Morang, to 
Whittlesea.  This would also join the OCR at Northcote and I believe would pay well there 
being one continuing line of small farms and good agricultural land the whole way...’  
 
And to think that is exactly what I am advocating one hundred and forty years later, without 
the small farms, as it is now new sub-division housing the whole way, with their satellite dishes, daily 
print newspapers or digital newspapers connecting them all to the same mostly tabloid information. 
An Outer Circle Railway League meeting in 1882, held at the Clarence Hotel, Collins Street; to 
discuss what action should be taken in view of the new Railway Bill of Mr. Bent. The chairman Mr. 
                                                          
343 Cannon, The Land Boomers, pp. 44-5. 
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Delbridge, reminded those present, that the OCRL, had fought for railway accommodation to the 
northern parts of the city, and were backed in their claims by the professional opinion of the late 
Thomas Higinbotham, the greatest authority the colony ever had. But [all these] efforts were 
smothered by traitors in the House and enemies outside. They, however, now had the satisfaction of 
seeing what they had asked for, and what they had prophesised likely to be brought about.  And 
going through Mr. Bent’s new Railway Bill, they commended that the Alphington line was on the 
drawing board; as was the line from Clifton Hill to Royal Park, a line they had been advocating for; 
the Whittlesea line was another. The chairman also stated that the outer lines would be constructed 
and that the Gippsland line would be brought into the northern side of the city.  Cr. Stranger 
moved—‘that this meeting approves the Outer Circle Railway line as originally surveyed under the 
direction of the late Engineer-in-Chief, Thomas Higinbotham.’ Mr. Bennetts considered the proposal 
of a line from Alphington to Fitzroy, where railway and station accommodation was much needed. 
The motion was carried unanimously, and Cr. Phipps, of Fitzroy, moved—‘that a deputation of the 
league wait upon the Minister of Railways, to urge upon the Government to adopt so much of the 
outer circle line as is necessary to connect the Brunswick and Coburg line to Alphington and 
Heidelberg.’ 344 
 So, when I began the research on the OCR to see how land was accrued to build a 
[now] romantic steam train line in the nineteenth century, akin in obscurity to say Bears Castle in the 
Yan Yean Reservoir catchment or the statue of Jeanne D’Arc, that stands life size but imposing, 
outside the State Library of Victoria;345 it hadn’t even occurred to me that the possibility could still 
be alive, that this unique creation was just sitting waiting to be resurrected and the fate of one of 
the great transport cities of the world was also waiting to be resurrected.   
                                                          
344 The Parliamentary Standing Committee on Railways Report, on the Proposed Railways to the Northern Suburbs,1891. 
345 Emmanuel Frémiet's 1906 Cast of Jeanne d'Arc was not without controversy – the Argus attacked the Trustees and Bernard Hall, the 
Director of the National Gallery of Victoria, for betraying the new Australia by setting up the image of a dead Frenchwoman as a national 
Australian monument; the unveiling however in 1907 – had the Age newspaper shining a better light – ‘a complete embodiment of a war-
like equestrienne at an inspiring moment …’ 
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Further east from Alamein Station Terminus, showing the railway land easements and gantries of the OCR, still intact. Photo 
Kerry McKenna, 29 May 2015 
As it stands all that is left of the OCR is the living document of the Alamein Line – 
Camberwell to Alamein – one station on from Ashburton and unconnected from the original 
Oakleigh transport hub, that connects to Gippsland or Caulfield which again connects to Dandenong 
or Sandringham.  Making this modern incarnation more of a trunk line, more of an anachronism; but 
it is to the north where it could have realised its true potential, picking up passengers from 
Camberwell, Balwyn, Kew and Heidelberg, and then in the modern era, a very fast train, could take 
this clientele to Tullamarine Airport, without the need of ever having been in the Melbourne Central 
Business District [CBD]—and a clientele from these upper middle-class areas, that are used to using 
the airport for either work or leisure.  It is not inconceivable in this reimagining of Melbourne’s 
transport grid, that clients from South Yarra, Prahran and Toorak, and all stations onto Oakleigh, 
could have negotiated the trip to the airport, by first heading east and then in the modern era, to 
Tullamarine Airport. But, as it stood, at election time in 2014, the Victorian Government was willing 
to spend up to $18 billion on a road tunnel, that entered at the end of the South Eastern Freeway in 
Alexander Parade for commuters [but more generally road shipment vehicles—from warehouses in 
areas in the east such as Bayswater, Croydon, Ringwood; as well as Chirnside Park] placing all and 
sundry, at the front door of the Melbourne Zoo, with the option, of either beginning the complete 
circuit of the Tullamarine Freeway (from the beginning), or a left trajectory that gets the motorist or 
heavy haul transport vehicle onto the other toll alternative, heading towards the Bolte Bridge.  
 In a new era of the late teens of the twenty-first century, with the proposed Metro Rail 
project now in the construction stage, that a new rail line is proposed to Tullamarine Airport, but it 
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has a loose completion date of approximately 15 – 30 years hence.346  The review phase in 2011 of 
the Melbourne Airport Rail Link Study (2013) proposes a very Fast Train project [loosely titled: a 
high-speed rail corridor347] and ‘an alignment for a rail link to Melbourne Airport was reserved [in 
2001], involving a new reservation from the airport boundary connecting with an existing freight 
corridor through Sunshine North, and new tracks within the Sydenham rail corridor to Southern 
Cross Station.’ 348 
These interconnecting transport concepts would be an adjunct to the already existing City 
Loop, but with the Metro Rail Tunnel mainly for student and CBD workers in Melbourne, travelling 
either from the southern or western suburbs. The Melbourne Airport Rail Link study identified 
‘Albion East alignment using existing lines to Southern Cross Station would not have the capacity or 
allow for growth in rail patronage to incorporate new rail services to Melbourne Airport or other rail 
services.’349  It does show potential to make a commute to a ‘super station’ utilising part of the 
Sunbury line, from Sunshine to Albion veering North East to Tullamarine Airport [see Appendix 6, 
Map 2]. The Broadmeadows line, however, is a more direct route utilising existing rail lines for 
onward travel to Tullamarine.  
The Melbourne Metro Rail Tunnel ostensibly does have the same construction problems that 
the East/West Tunnel project had, but this time because of the location of the subway station at 
Parkville and its trajectory towards North Melbourne, it also impedes on the peaceful grounds of 
nine medical institutions; including three major hospitals and the Victorian Comprehensive Cancer 
Centre (VCCC), and their sensitive medical equipment.  It is, however, preferable environmentally for 
health workers to use this transport mode, rather than the pollution spewing East/West road tunnel 
option, abandoned by the Andrews Labor Government.  
                                                          
346  Josh Gordon & Clay Lucas, ‘Missing link toll road on Infrastructure Victoria agenda for Melbourne’ “...It will only be needed once the 
city's SkyBus to Tullamarine is full in 15 to 30 years”, The Age, Oct. 4 2016. Latest pronouncements from Premier Daniel Andrews has the 
work beginning on the Airport Rail Link via Sunshine by 2025; ABC747, John Faine Radio Show, 24 November 2017. 
347 Melbourne Rail Link Airport Study, (2013), p.4.  
348 Melbourne Rail Link Airport Study, (2013) p. 3. 
349 Melbourne Rail Link Airport Study, (2013), p. 6. 
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Dubious Transactions: The Pascoevale Railway Scheme
 350 
  
           When the land boomers had been discredited, and even the imposing Thomas Bent was about 
to fall on his sword, two weeks after becoming Speaker of the House in 1892, one last railway was 
proposed – the Flemington Bridge to Pascoe Vale Railway, right past a Thomas Bent land holding.  It 
was spoken for by Richard Speight as a witness by the Railways Standing Committee and now the 
retired Railway Commissioner; and the Mayor of Brunswick and the city surveyor of Brunswick, and 
even though ‘no part of it would “be more than a mile and half from either the Essendon line (now 
the Broadmeadows line) on one side or the Brunswick rail (now the Craigieburn line) on the 
other.”’351 It was the last throw of the dice, as the storm clouds of recession were gathering, and a 
line so ludicrous (though a perfect fit for a Tullamarine line in the modern age) and the last play by 
some of the more rambunctious land boomers. The other estate nestled against Bent’s was ‘La Rose 
                                                          
350 Illustration from Margaret Glass (1993), Tommy Bent, Chapter 6.  ‘Dubious Transactions’, p. 114. 
351  Glass, Tommy Bent, pp. 111-112. 
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Estate’ where John Woods M.L.A. had an interest and was ultimately owned by the Real Estate Bank 
of which Mr. (James) Munro (the Premier) was chairman. 352 
From the late nineteenth century and onto the now ‘so-called’ more transparent era – 
where an ambiguous morality still exists, of people in power, buying land and doing deals to 
enhance their own wealth; but 140 years on from the Victorian heyday period of the building of the 
Outer Circle Railway – the protagonists are not as blatant, indefatigable or indeed illegal, as the 
bankrupts, nine in total who sat in the Parliament of the State of Victoria, Australia in the period 
1880-1893. 
 
A typical estate along the Outer Circle Line.  This one opposite the Australian Paper Mills site, in Alphington. Author’s 
photograph, 2017.
                                                          
352  Glass, Tommy Bent, p. 112. 
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Chapter Seven  
Conclusion 
 
This thesis has examined the history of the OCR, which contributed to Melbourne’s great 
public transport network built in the nineteenth century. It has examined the impact of motor 
transport upon the city’s rail and road networks and added air transport to the equation. Now the 
question posed at the beginning of this project can be answered – was the OCR an ill-conceived 
transport project, or a lost opportunity?  Also, Blainey’s question can be addressed - was the building 
of the OCR a ‘political rather than an economic decision’? 353 
I would have to conclude, as some scholars before me have concluded, and that is both. The 
coffers of the Victorian government were engorged in the 1880s with London capital loans, and both 
Thomas Higinbotham and Duncan Gillies thought that a trajectory via the Northern suburbs was the 
best way to bring in produce from Gippsland; but the land-booming politicians who found favour 
with their electorates by promising rail lines – and most weren’t disappointed– made the OCR line 
any more extravagant than any of the others, and to say it was built to extravagant engineering 
principles, as David Syme’s Age newspaper claimed, is to belie the Victorian Railways proficiency in 
the building of Melbourne’s world-class railway system. No-one at the time of its construction would 
know that it would still have compounding interest payments until into the 1960s.  And the Outer 
Circle Railway a harbinger of the eventual growth of greater Melbourne should still be a 
consideration in improving access to the current airport situated in the north for patrons from the 
far-eastern suburbs and further districts to the south and east of Melbourne.  
Melbourne may eventually have a transport system second to none, notwithstanding the car 
culture ideologues and the silent majority, who secretly prefer convenience over heritage, might 
turn a blind eye, to a sustainable system.  If they do, Melbournians will still have to travel back into 
the CBD, to catch either the beginnings of the Tullamarine freeway to the airport, with the parklands 
devastated in front of the Melbourne Zoological Gardens to accomplish that. Or travel back into the 
CBD to Southern Cross Station to catch a Very Fast Train to the airport.  We could, however, take the 
bull by the horns and turn the 1873 vision of Thomas Higinbotham of a complete outer/inner circle 
system into a new reality and add some amenity to the lives of business and personal travellers 
looking for new horizons abroad.   
I am also not completely sceptical about the east/west link road tunnel project; but, in 
reality, a bigger project is needed that has a tunnel ending on the southern side of [again] historic 
                                                          
353 G. Blainey, A History of Camberwell, p. 52. 
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Flemington Racecourse, and the southern side of the Maribyrnong River, which could also have been 
considered if large site works were needed, because on the hill overlooking that position is vacant 
industrial land.  
As I write, large consortiums are tunnelling from the Domain hub at Domain and St. Kilda 
Road in South Yarra, the length of Swanston Street, turning a sharp left in the proximity of Parkville 
at the south-west corner of Melbourne University, and heading definitively to Arden Street North 
Melbourne, to connect an underground railway south of the historic Inner Circle line trajectory, to 
North Melbourne Station. This is analogous to what was debated in 1898 – a comprehensive inner 
circle line joining Princes Bridge Station to Nth Fitzroy via Collingwood and through to Royal Park, 
and back to Spencer Street, all through a special thoroughfare between Brunswick and Smith 
Streets, and the Fitzroy Gardens.354 The aforementioned vacant industrial land near Flemington 
racecourse at the Maribyrnong River could also be used to include dedicated, interconnecting lines 
to the sites of Melbourne’s biggest public gatherings, the Melbourne Cup and the Royal Melbourne 
Show and then join the western suburbs with Melbourne’s main city via much needed non-
gridlocked rail infrastructure; as we should never forget that Melbourne has been well-served by 
public transport, for over a hundred and fifty years.  
My research has found that the OCR could be revived, with some substantial infrastructure 
still remaining.  Plan Melbourne 2017-2050355 the latest plan for Melbourne’s envisioned population 
growth to 8 million has many of the transport system problems comprehensively addressed.  
Catchwords such as productive, sustainable and integrated currently seem to be a spur to action. 
The plan emphasises improving freight access via rail, the ports and air freight; as well as intermodal 
freight terminals in Melbourne’s north and west. A possible second container port, a possible second 
international airport, extending the rail network; the wish list joins the two planning documents in 
1929 and 1954, and the 33 further utterances since 1967. But if the shibboleth of the current 
planning is the word ‘possible’, it is possible to rebuild the Outer Circle line, and thus address some 
of the public transport issues brought to our attention by Paul Mees. If it is to continue to celebrate 
the title of ‘World’s Most Liveable City’, Melbourne must make a serious effort to tackle growing 
congestion on its roads. Higinbotham and the railway dreamers of the nineteenth century had big 
ideas for the future; we need to grasp the lost opportunities they offered our generation. 
 
  
                                                          
354 Robert Lee, The Railways Of Victoria, p. 170. 
355 Plan Melbourne 2017-2050, State Government of Victoria, 2016. 
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Appendix 1 
 
Timeline of Victoria’s history and planning documents356 
Historical Victorian events, 1835 to 1929 
1835: Foundation of Melbourne 
1847: Melbourne raised to status of city 
1851: Establishment of State of Victoria 
1850s: Gold Rush 
1880s: Land boom 
1890s: Depression  
1914-18: World War I 
1929: The Great Depression 
1929: City Loop conceived 
Victorian planning document, 1929 
Plan for general development 
Historical Victorian events, 1939 to 1954 
1939-45: World War II 
1947: Post-war immigration 
1950s: Baby boom 
1954: Western Ring Rd conceived, decline in public transport usage 
Victorian planning document, 1954 
Melbourne Metropolitan Planning Scheme 
Historical Victorian events, 1960s 
1960s: Inner-city slum clearance; construction of freeways, ring roads, car parks, decline in public 
transport usage 
1968: West Gate Bridge commenced 
1969: CityLink conceived 
Victorian planning documents, 1960s 
1967: The future growth of Melbourne 
1968: The future shape of Melbourne 
1968: Planning policies for the metropolitan region 
1969: Melbourne transportation study 
                                                          
356 Infrastructure Victoria, Learning from the Past: A History of Infrastructure Planning in Victoria, February 2016, Melbourne. 
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Historical Victorian events, 1970s 
1970s: Economic downturn, further decline in public transport usage 
1971: City Loop commenced 
1978: West Gate Bridge completed 
Victorian planning documents, 1970s 
1970-1976: Statements of planning policy 
1971: Planning policies for the Melbourne metropolitan region 
Historical Victorian events, 1980s 
1980s: Expansion of road network, continued decline in public transport usage 
1985: City Loop completed 
1989: Western Ring Rd commenced 
Victorian planning documents, 1980s 
1980: Metropolitan strategy report 
1980: Victorian transport study 
1981: Melbourne strategy implementation 
1984: Central Melbourne: framework for the future 
1987: Shaping Melbourne’s future 
1989: Metropolitan activity centres 
Historical Victorian events, 1990s 
Early 1990s: Economic downturn; slowdown in immigration 
Late 1990s: Reinvigoration CBD, population growth, redevelopment of Southbank and docklands 
1996: CityLink commenced 
1999: Western Ring Rd completed 
Victorian planning documents, 1990s 
1991: South east and Werribee growth plans 
1992: Cities in the suburbs 
1994: Creating prosperity: Victoria’s capital city policy 
1995: Living suburbs 
1998: From doughnut city to café society 
1999: Linking Victoria 
Historical Victorian events, early 2000s 
2000s: Rise in rail patronage, CBD continues to grow as centre of professional services, increase in 
immigration 
2000: CityLink completed 
2008: EastLink completed 
2015: Regional Rail Link completed 
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Victorian planning documents, early 2000s 
2002: Melbourne 2030: Planning sustainable growth 
2002 and 2005: Growing Victoria Together 
2004: Linking Melbourne: Metropolitan transport plan 
2005: A plan for Melbourne’s growth areas 
2006: G21 Geelong regional plan 
2006: Meeting our transport challenges 
2008: Victorian transport plan 
2008: Investing in transport – east west link needs assessment 
2008: Melbourne at 5 million  
2009: Delivering Melbourne’s newest sustainable communities 
2013: G21 growth plan 
2014: Plan Melbourne  
2014: Regional growth plans 
2014: G21 economic development strategy 
2016: Plan Melbourne 2017-2050 
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Appendix 2 
 
Epping Line Track Report 
 
Southern Cross  
Up Train [‘up’ heading out – ‘down’ is heading back into the terminus] 
 
Leave at 10.47 am, after Ballarat 
Train arrives at 10.35 am; train enters City Loop 
 
Flagstaff 
First City Loop Station 
 
Melbourne Central 
Second City Loop Station 
 
Parliament 
Third City Loop Station 
Heads out of Tunnel 
 
Jolimont – MCG 
Double track Heritage Station 
Thru immovable railway bridge; train now curves North to West Richmond Station 
 
West Richmond Station 
Double track 
 
North Richmond Station 
Double track 
 
Collingwood 
This station sits on an elevated embankment; [historically Collingwood was the lowlands or flat 
lands357] but on the down side there is parkland 
 
Victoria Park 
Again this station sits on an elevated embankment and on down side the original Collingwood 
Football Club.  On the way to the next Station Clifton Hill there is a parking bay on downside and 
numerous rail bridges; as well as rail crossing near station.  
 
Clifton Hill 
Wide allotment in middle of double track at station and then triple lane as it veers to another line; 
the Hurstbridge line and wide double track as it crosses over the end of Queens Parade, Clifton Hill 
and High Street, Northcote 
 
 
 
                                                          
357 Bernard Barrett, The Inner Suburbs: The evolution of an industrial area, (1971), Melbourne University Press, Carlton, pp. 8-9  
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Rushall 
Approach to Rushall has leafy native trees and willows in Valley – double track and parkland on 
downside as it crosses the picturesque Merri Creek on long rail bridge. On the upside are the famous 
Rushall Cottages, from the Victorian Era 
 
Merri 
Double track – parkland on either side of station—then thru substantial rail cutting and one rail 
tunnel.  All heritage 
 
Northcote 
Double track – wide space on downside – level crossing – near Croxton 
 
Croxton 
Double track – wide spaces on either side of station. Croxton to Thornbury – wide spaces both sides 
and three level crossings and one pedestrian crossing. 
 
Thornbury 
Open space on Upside – mobile tower on Downside – space on either side with car-park on Upside; 
triple track on downside near Bell station. 
 
Bell  
Bell street –important level crossing; should be on government underground to-do list. 
 
Preston 
Double track with Huge car-park on Downside for Preston Market – level crossing on upside near 
Preston. Huge bicycle track on downside. 
 
Regent  
Level crossing on approach and it is still double track – but land on either side, then we come close 
to housing, then the open area of the reservoir; with hillock protection and native flora on 
Downside. 
 
Reservoir 
Car park either side with double track; wide level crossing; and flat wide space on downside. 
 
Ruthven 
Island style station, with car-park Downside; passengers are now thinned out.  Five passengers in my 
carriage; three in the next carriage.  Wide space on Downside—some space Upside.  Track continues 
very wide into Keon Park  
 
Keon Park 
Car park downside wide open space on downside – housing—electricity infrastructure; towers etc. 
that head East. Double track, and numerous electricity housing works.  Industrial landscape; then 
under freeway, comes out in wetlands and land space on Upside/ a level crossing into Thomastown  
 
Thomastown 
Modern Purpose built 
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Appendix 3 
Upfield Line Track Report 
 
UPFIELD TERMINUS TO NORTH MELBOURNE, EXTENSION TRACK WORK REPORT. 
Thursday, 3 September 2015 
UPFIELD to GOWRIE [from Terminus] 
Triple tracks can be built 
GOWRIE to FAWKNER 
Double Now –room for triple tracks 
FAWKNER to MERLYNSTON 
Heritage Station with graveyard attached; including railway history, such as the Mortuary wagon; 
double track only coming into FAWKNER station; some room in station wider on the down side—
heritage remnant gums, all along the area  
MERLYNSTON to BATMAN 
Wide open space west side/plus room for triple track 
BATMAN to COBURG 
Triple tight fit 
COBURG to MORELAND 
Room for triple track with a tight fit at the level crossing near Audley Street for Upgrade. 
MORELAND to ANSTEY 
(Noteworthy, fantastic characterful bluestone warehouse) 
Triple Tight fit, and upgrade to two [2] level crossing near West Street 
ANSTEY to BRUNSWICK 
Triple track after one level crossing upgrade and moving kilometre of electrical infrastructure  
BRUNSWICK to JEWELL 
Observation of a Housing Commission high-rise at Jewell Station near Barkly Street at this point, my 
idea is to have multiple ways of getting to Jewell station for the trip to Tullamarine; as well as 
connecting Jewell to Denis Station for the North, and South East commuters 
JEWELL to ROYAL PARK-ZOO  
We move now through the old Inner Circle Railway cutting – through heritage landscape and the 
undulating cutting that a bike path meanders through as well.  This area needs to be the slow end of 
the fast train to Tullamarine project 
ROYAL PARK-ZOO to FLEMINGTON BRIDGE 
Intense road structure, with fly-overs, etc. 
FLEMINGTON BRIDGE to MACAULAY 
More intense road structure, now above train-line, with river to the West. Bike path and track 
infrastructure prolific 
MACAULAY to NORTH MELBOURNE 
North Melbourne, the hub to other services, including Williamstown, Craigieburn and Upfield 
services, and also an immediate entry into the City Loop. It can also be utilised as a direct route to 
Southern Cross 
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Appendix 4 
Statistical Analysis of the Patronage of the Outer Circle Line – 1890-1893 
It is said that the OCR was opened without any ceremony, something unusual for the time, as 
generally an opening of a mere envelope containing plans for a new railway was cause for 
celebration; but possibly an omen of the land boom crash, about to descend onto the colony. 
Services began on the Waverley Road to Oakleigh section on March 24, 1890; and two months later 
the Waverley Road to Camberwell section plied for passengers; when all the sections to the Outer 
Circle Railway were in place, the final piece Riversdale to Fairfield Park was opened on March 24, 
1891.  These sections made up a whole that circled all the way from Spencer Street Station to 
Fairfield Park via Royal Park, where the original cutting north-east of Royal Park Station of the Inner 
Circle still retains its aesthetic railway look; and now back to East Kew, crossing the river at Yarra 
Bridge (now called Chandler Highway, for all intents and purpose), onto Riversdale via East 
Camberwell to Burwood, Alamein; and then over the wooden Gardiner’s Bridge or the “Black Bridge” 
as it was known, possibly getting its name from the black tar coating on the wooden trestles; but 
Glen Waverley was then called Black Flats, and then to Waverley Road Station, ending this arc at 
Oakleigh hub.  A complete circle was due to the purchase of the line from Oakleigh to South Yarra 
from the Melbourne & Hobson’s Bay United Railway in 1878, and with the government line from 
Burnley to Camberwell already in place, the sections of the OCR were now a viable outer circle line, 
as per the London equivalent. It took however until November 1891 to connect Flinders Street to 
Spencer Street Stations via a brick viaduct, still in use to-day for City Loop traffic.  
 
Alamein Station terminus on the Camberwell to Alamein line. Photo Kerry McKenna, 29 May, 2015 
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Passenger traffic for the first year for the Waverley Road section to Fulham Grange to the 
year ending June 30, 1891, taken from the Annual reports of the Victorian Railway Commissioners in 
Beardsell et al, was a remarkable 150 659 of inwards and outwards passengers and total ticket sales 
were £2273.1.7 and parcel revenue was a very modest, £144.11.9. And then by the year ending June 
30, 1892, total passenger revenue was £1962.11.5½ and goods revenue was £225.8.10. The 
Victorian Railways Commissioners Report for the year ending, 30 June, 1892358, has the total receipts 
and expenditures for the line Oakleigh to Fairfield Park at £292.235; with the average cost per mile 
at £27,185, which would have to be in anyone’s estimation an enormous loss. The Age on Monday 
April 3, 1893, calculates those losses, for the year ending 1892, as follows: - Interest charges (on 
£292,235, the cost of the loan to build) £11,689, Working Expenses £12,497, Revenue £778, Annual 
Working Loss £23,408. 359 
The railway of course was dismantled over time from the recession period of 1893 onwards; 
with many sections realising comebacks in stages, but the figures for the section Waverley Road to 
Fulham Grange are unique in this study, as they show the possibility of such a line, that merely 
lasted from March 24, 1891 to April 12, 1893 – little more than two years. The takings for the year 
ending June 30, 1893 were: passengers £1596.8.8; with goods a further £138.17.1½. And though the 
through service from Riversdale to Fairfield Park closed on that date; the section from Deepdene to 
Riversdale reopened on May 15, 1900, and carried passengers until October 9, 1927. The revenue 
for that line to the end of financial year June 30, 1901 was: passengers £1145.11.0 and goods 
£72.11.0. Some interesting figures also appear for the partial section between Waverley Road and 
Ashburton, with merely Riversdale and Hartwell in-between; the figures from the financial year 
ending June 30, 1896, has passenger revenue at: £540.13.7, and goods £72.11.0. With the final 
remnant of the line currently being Camberwell to Alamein, electrified in 1923, but nowadays still an 
anachronism of how modernists view life. 
 
 
  
                                                          
358  Victorian Parliament, Victorian Railways: Report of the Victorian Railways Commissioners for the Year Ending 30 June 1892, Robt. S. 
Brain, Government Printer, Melbourne, No. 99—{1s. 9d}—5688  - p. 48. 
359 Beardsell et al, The Outer Circle, (1979), p5. 
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Appendix 5 
Letter to The Hon. Daniel Andrews MP. From Allan Rodger Chair, Melbourne Habitat Trust 
The following letter, explains the Andrew’s Labor Government’s commitment to rail over road for Victoria’s Western 
District produce. 
The Hon. Daniel Andrews MP 
Premier of Victoria,  
Parliament House,  
Melbourne.  
25th June 2015  
Dear Mr. Premier,  
Towards a 21st Century Transport System for Victoria  
Logistics and Primary Freight  
Earlier this year I wrote to you with copies to nine of your Ministers (see attachment). I was 
advised by your Department Secretary, Chris Eccles, that I should expect responses from the various 
Ministers and their Departments. Some have replied.  
Since I wrote Habitat has had our proposals up on the web. Presentations have also been 
made at the invitation of LeadWest and the Western Transport Alliance. Discussions have been held 
with participants in the Victorian Transport Association and with various professionals, associations 
and businesses. We have been encouraged by the responses and have received some valuable 
comments and advice. Through that process we have been reconsidering and refining our 
proposition.  
There is unequivocal support for the general idea of having a system of inland ports. This 
also extends to the desirability of having a dedicated, stand-alone, track-based system of 
transportation between the waterside and the inland ports. Not so clear is how this could be 
achieved by any of the present participants - except if it were undertaken by the State Government. 
There is also recognition that any such system would take a considerable time to formulate, test and 
establish. Alongside this it is clearly recognised by the community and the logistics industry that the 
present system is highly unsatisfactory and that action to remedy this is badly and urgently needed.   
Two news items in the past week or so demonstrate the urgency of the present situation. Firstly, 
Qube and Aurizon announced a joint venture costing in excess of $1.3B to establish a new inland 
port for Sydney. This was followed a few days later by an edition of “The Business” on the ABC 
showing recent developments that substantially automate waterfront operations at Botany Bay and 
connect directly by rail to the inland ports. It is available at: iView; Programs A-Z; The Business 
(under ‘B’); starting at +9 minutes.  
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Clearly, Victoria needs to take decisive and immediate action to ensure that Melbourne remains the 
preeminent and most efficient port in Australia and, in particular, the principal logistics hub for the 
four-state hinterland of south and east Australia.  
Recently, we at Habitat have had more detailed access to the facilities already developed 
and proposed by Sam Tarascio and Salta Properties. Following that we have engaged in discussions 
with a senior executive of the company. Our purpose has been to assess the Salta propositions in 
terms of their potential contribution to the public good. In this we are endeavouring to align our 
appraisal criteria with those that you and your government would normally apply.  
Our assessment is that Salta’s financial and organisational commitment to the creation of 
inland ports and to rail freight services to and from these ports offers a very effective response to 
the present situation. It offers significant reductions in the traffic flow of heavy freight between the 
Port of Melbourne and the inland ports in Altona, Somerton and Dandenong. With that it would 
significantly reduce traffic load and congestion on the road network. This change would reduce 
atmospheric pollution, including particulates, particularly in the major areas of Greater Melbourne 
between the waterside and these ports. A further attraction is that much of the investment in land, 
property and rail has already been made. What remains to be done is relatively minor both in the 
extent of the works and the costs involved. We understand directly from discussions with Salta that 
the proposed system could be operating in approximately one year from a decision by the State 
Government, subject to the following actions:  
1. Reactivation of Rail Infrastructure (Tracks and Signaling) at the Metropolitan Intermodal 
Rail Terminal at Swanston Dock (MIRT).  
2. Closure of Coode Road within the Swanson Dock precinct to allow direct movement of 
containers between the MIRT and the ship-side Stevedoring Operations.  
3. Design and construct Last Kilometre Rail Spur (siding) off the Dandenong/Cranbourne rail 
line up to the adjoining Dandenong South Intermodal Terminal. (This work includes broad gauge 
turnout, approx 1km of rail siding and necessary signaling upgrade)  
4. At Somerton design and construct southern entry and exit rail track  
infrastructure to and from the Somerton Intermodal Terminal. This work includes rail turnouts, rail 
track and associated signaling upgrade.  
5. Design and construct rail infrastructure works at Altona Intermodal Terminal. ($34m has 
already been spent to install turnouts and upgrade signaling to ARTC standard gauge rail corridor. 
This work included an upgrade to the below-track Shell White Oil Pipeline that the rail siding will 
cross.)  
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All this proposed work is to be undertaken by the State Government on government owned 
land holdings. This investment is scheduled to be covered by the current $58m Government Funding 
Allocation. All rail and other works that are still required within the three inland ports would be 
undertaken and paid for by Salta and Austrak (the proprietors of the inland ports) within the same 
time frame.  
Habitat has been concerned that this Salta proposition would exclude other operators. We 
have been assured that both the rail access as already negotiated and the inland ports themselves 
would be available to others participants - though there is a clear operational requirement that 
some points in the system would necessarily be under the control of a single operator.  
It is against this background that Habitat supports the Salta proposals. Indeed it advocates 
that the State Government adopts and facilitates its implementation. Habitat does so recognizing 
the current urgency of the situation and the efficacy, low cost and ready availability of the Salta 
proposal. It also considers that it provides a realistic short-term and medium-term contribution to 
the strategically important logistics activities of Melbourne and Victoria.  
Habitat also considers that the Salta proposals establish a context within which it would be 
appropriate to investigate longer-term opportunities. Clearly, the Habitat proposals for a dedicated, 
smart, tracked system of freight transport connecting the waterside to inland ports is a desirable 
long-term solution. This is widely recognized as a real possibility within the logistics industry. If it 
were available the industry could readily migrate its operations across into the new technology 
within the available time frame. Equally, the Habitat proposition is not capable of providing a 
solution to the immediate problems facing Melbourne and Victoria. The Salta proposition provides 
the time frame within which such a system could be developed and implemented. Far from by-
passing the Habitat proposition the Salta scenario provides the time that is needed for its 
development and implementation.  
In sending this to you we are also sending it to the various Ministers mentioned in our 
previous letter. In addition we will make it available to many individuals and organizations have been 
a part of the discussions through which we have developed and tested the ideas. In time we will 
share these ideas with the wider community across the web.  
Yours Sincerely,  
Allan Rodger  
Chair, Melbourne Habitat Trust,  
Prof Allan Rodger  
Marina Apartments 405/20 
Pier Lane, Maribyrnong, 3032,  
e-mail: allan@rodger.id.au  
Australia telephone: +61 3 9044 7534 
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Appendix 6 – Maps 
Map 1 
 
Victorian Rail network map, courtesy PTV (Public Transport, Victoria). 
 
 
 
 
 
 
 
 
Map – Melbourne Airport rail link study – PTV (Public Transport, Victoria 
 
 
 
From – Melbourne Street Directory and Public Guide, 1922, Melbourn City. 
 
 
 
 
The first planned railway line in 1839, Sandridge (now Port Melbourne) to Melbourne, to near Elizabeth Street. With Hoddle’s grid 
design for Melbourne’s streets. From, Leo Harrigan, Victorian Railways to ’62, (1962), p. 3. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
